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FRIDAY, OCTOBER 31. 


Train Accidents in September. 


The following accidents are included in our record for the 
month of September : 
COLLISIONS. 


REAR. 


On the morning of the 6th an excursion train on the Phil- 
adelphia & Reading road ran into a ballast train near Leb- 
anon, Pa., and two cars were damaged. 

Early on the morning of the 9th a passenger train on the 
Cincinnati, Indianapolis, St. Louis & Chicago road ran into 
a freight car which had been run on a siding in Indiana 
lis, Ind., but was projecting over on the main track. he 
i car was wrecked, the engine destroyed and a fireman 

urt. 

On the evening of the 9th a freight train on the Pitts- 
burgh, Cincinnati & St. Louisroad ran into the rear of a 
passenger train which had stopped on the bridge over the 
Monongahela River in Pittsburgh, Pa. One car was thrown 
over the side of the bridge and wrecked. 

On the night of the 10th a passenger train on the Geneva 
& Lyons road ran into the rear of a freight train near Cud- 
deback, N. Y., doing considerable damage. There was a 
dense fog at the time. 

On the night of the 10th a passenger train on the Rich- 
mond & Danville Railroad ran into the rear of a freight 
train which bad pulled into a siding at High Point, N. C., 
but had left the caboose projecting over upon the main track. 
Several of the passenger cars were badly damaged and the 
caboose was wrecked. The fireman and a postal clerk were 
injured. 

On the morning of the 13th a passenger train on the 
Buffalo, New York & Philadelphia road ran over a mis- 
placed switch and into a freight train standing on a sid- 
ing at Turtle Point, N. Y. The engine was damaged and 
two cars wrecked. Three trainmen were slightly hurt. 

On the morning of the 14th an extra freight train on 
the Philadelphia & Reading road ran into a coal train which 
had stopped for water at Fairfield, Pa. The engive and 
several cars were damaged, the engineer killed, and the fire- 
man badly burt. 

On the morning of the 14th a freight train on the New 
York, New Haven & Hartford road broke in two near 
Mamaroneck, N. Y., and the rear section ran into the for- 
ward one wrecking two cars and damaging the tender. 

On the night of the 16th a freight train on the Vandalia 
Line ran into two freight cars which had been blown from 
the siding upon the main line in Greenville, Ill., by a heavy 
wind storm. The engine and both the cars were badly 
wrecked. 

On the morning of the 17th a freight train on the Texas 
‘& Pacific road ran into a preceding freight at Long View, 
‘'ex., wrecking several cars. 

On the night of the 17th a freight train on the Missouri 
lj acific road ran into a preceding freight near Sedalia, 
Mo. An engine and twelve cars were wrecked and an 
engineer badly hurt. 

On the evening of the 18th a freight train on the 
Philadelphia & Reading road ran into some cars which had 
bioken loose from a preceding freight train at Zehnerville 
Crossing, Pa. Several cars were wrecked. 

Jn the night of the 18th a freight train on the Boston, 
H sac Tunnel & Western road ran into a preceding freight 
on a high embankment near Mechanicsville, N ‘ n 
engine and 20 cars were wrecked, a number of them being 
rolied down the bank. 

On the evening of the 19th two flat cars loaded with rails 
broke loose from a freight train on the Philadelphia & 
Reeding road near East Mahanoy Junction, Pa., and ran 
dov n the steep grade at very bigh speed to Tamaqua where 
they struck a passenger train which had just reached the 
staton. The two cars and the engine were completely 
den >lished. 

OQ the morning of the 20th a freight train on the 
Micl igan Central road ran into a preceding freight which 
had ‘topped at Furnaceville, Mich., wrecking several cars 
and juring a fireman. 

On che evening of the 2lsta freight train on the Penn- 
sylv: ia Railroad ran into a preceding freight near Kelly’s, 
Pa., . recking the caboose. 

On_4e morning of the 22d a passenger train on the Cen- 
tral P cific road ran into the rear of a freight train in the 
yard: Port Costa, Cal., wrecking several cars. 

Ear. on the morning of the 23d a stock train on the St. 
Louis J ridge Railroad ran intoa preceding stock train on 
the apj oach to the bridge at East St. Louis, Ill. Several 
cars w. » wrecked and a number of cattle killed, 

On th night of the 23d a freight train on the Chicago & 
Alton r..d raninto a passenger train which had stop 
near Cavuga, Ill., on account of an accident to the engine. 
‘Two sleeping cars and the locomotive were badly damaged. 
Two train nen and five passengers were slightly hurt. 

On the «vening of the 25th a freight train on the Balti- 
more & O io road ran into a preceding freight which had 
stopped na bridge at Glencoe, W. Va. Fourteen cars were 
badly wrecked, some of them being piled up on the bridge 
= — which made it extremely difficult to clear the 

rack, 

On the night of the 26th a freight train on the New Haven 
& Northampton road broke in two near Westfield, Mass., 
and the rear section afterwards ran into the forward one 
wrecking fourteen cars, A brakeman was slightly burt. 

A few minutes after this collision took place a pger 
train came alongand ran into the wreck damaging more 
cars and injuring its own engine. The engineer and one 
passenger were slighty hurt. No flag was sent out from the 
wreck, altlough the passenger train was nearly due. 

On the r ght of the 26th a freight train on the Peoria & 
Rock Island road ran into a preceding freight which had 
stalled on a heavy grade near Dunlap, lil. The engine and 
several cars were wrecked, the engineer killed and the fire- 
man and a stockman badly hurt. 

Very early on the morning of the 27th a freight train on 
the Western Maryland road ran into a preceding freight 
which had stopped to switch some cars just at the entrance 
to the yard in Baltimore. Fourcars and the engine were 
badly wrecked. The wreck caught fire and was destroyed. 
The engineer and fireman were very badly hurt. It is said 
that the first train sent back asignal, but the man did not 
go far enougb. 

On the morning of the 27th a freight train on the New 
York, Lake Erie & Western rcad ran into a preceding 
freight near Andover, N. Y. The engine was damaged and 
several cars wrecked. The brakeman was hurt, so that he 
died in a few hours. 

On the night of the 29th a freight train on the Chicago 
Burlington & Quincy road ran into some cars which had 
broken loose from a p freight near Naperville, Ill. 








The engine was damaged and some 20 cars were piled up in 
a bad wreck. The fireman was slightly burt. ere Was & 
dense fog at the time. It is said that tbe second train was 
as the first so closely that there was no time to send 
back a signal. 

Op the morning of the 30th an excursion train on the 
Eastern Railroad ran into a regular passenger train which 
had stopped at South Berwick, Me. The second train was 
drawn by two engines and both engines were thrown from 
the track and upset and thé rear car of the forward train 
was badly wrecked. One pomenere was somewhat hurt. 
It was said that the accident was caused by the carelessness 
of an agent who neglected to put out a signal for the 
excursion train. 

BUTTING. 


On the night of the 1st there was a butting collision 
between two freight trains on the Atchison & Nebraska 
road near Table Rock, Neb. Both engines and several cars 
were damaged. 

On the afternoon‘of the 9th there was a butting collision 
between two passenger trains on the Chicago, Milwaukee & 
St. Paul road near Lanark, Ill. Bothengines were damaged 
and anengineer badly hurt. One of the trains was an extra 
run by a different route from the usual one on account of 
wash-out, 

About noon on the 10th there was a butting collision 
between two freight trains on the New York, West Shore & 
Buffalo near Hindonville, N. Y. Both engines and several 
cars were piled up ina bad wreck. The accident was due to 
a mistake of the east-bound freight train, which should have 
gone upon the second track but did not do so. 

On the morning of the 13th there was a butting collision 
between two nger trains on the Chicago & Alton road 
near Marshall, Mo. Both engines and several cars were 
wrecked, one passenger was badly and five slightly hurt. 
It is said that the trains had received conflicting orders from 
the dispatcher. 

On the morning of the 16th there was a butting collision 
between two freight trains on the Hannibal & St. Joseph 
road near Saxton, Mo. Both engines and several cars were 
damaged. 

On the morning of the 16th there was a butting collision 
between two freight trains on the Philadelphia & Reading 
Railroad near Pottstown, Pa., by which both engines and 45 
cars were badly damaged. The engineer of one of the trains 
was burt in jumping. 

On the morning of the 17th there was a butting collision 
between a freight train and a shifting engine on the New 
York, Susquehanna & Western road in Paterson, N. J. Both 
engines were considerably damaged. It is said that the ac- 
cident was caused by the throttle-valve of the switch engine 
breaking so that the engineer was unable to shut off steam 
or to reverse his engine. 

Early on the morning of the 20th there was a butting col- 
lision between a passenger and a freight train on the Atchi- 
son, Topeka & Santa Fe road, near Albuquerque, N. M. 
Both engines and several cars were wrecked, three train- 
men hurt, a passenger killed and five passengers injured. 

On the morning of the 20th there was a butting collision 
between two passenger trains on the Rome, Watertown & 
Ogdensburg road, near Richland; N. Y. Both engines 
were badly damaged. A passenger who was standing on 
the platform of one of the cars was badly hurt. 

Very early on the morning of the 22d there was a butting 
collision between two freight trains on the Hannibal & St. 
Joseph road near Brush Creek, Mo. Both engines were badly 
wrecked and a number of cars piled up on topof them. The 
engineer, fireman and a brakeman of one of the trains were 
killed. The other engineer and fireman were slightly burt. 
The accident is said to have been caused by the failure of a 
dispatcher to give proper orders to one of the trains. 

n the afternoon of the 22d there was a butting collision 
between two freight trains on the Kentucky Central road 
near Paris, Ky. Both engines were damaged and one train 
man badly burt. 

On the night of the 26th a coal train on the Baltimore & 
Ohio road broke in two near Baltimore, Md., and the de- 
tached cars ran back down grade and into a agen, nem 
train. The engine, caboose and several cars were ly 
damaged. 

On the morning of tk. 27th there wasa butting collision 
between two freight trains on the New York, Lake Erie & 
Western road near Tiptop Summit, N.Y. Both engines were 
damaged and a brakeman badly hurt. One of the trains 
bad orders to take a siding at Tiptop, but failed to do so. 

On the morning of the 29th there was a butting collision 


between two freight trains on the Chicago, Burlington & | h 


Quincy road near Ottawa, Ill., by which both engines were 
— damaged. 

On the afternoon of the 29th there was a butting collision 
between a passenger and a freight train on the Baltimore & 
Ohio Railroad near Farmington, W. Va. Both engines 
were wrecked and six freight and the mail car of the pas- 
senger train — damaged fireman and conductor 
were killed instantly, an engineer fatally hurt and two mail 
clerks less severely injured. 

On the night of the 30th there was a butting collision be- 
tween two passenger trains on the Denver & Rio Grande 
road near Acequia, Col. Both engines were wrecked and 


several cars damaged. Five rs were seriously hurt 
and 25 others slightly iajered 
CROSSING. 


On the morning of the 11th a passenger train on the Wel- 
land Branch of the Grand Trunk road ran into a passenger 
train standing on the main line at Merritton, Onot., where the 
branch crossed the main line. Twocars were upset and two 
passengers seriously hurt besides several slightly bruised. 

On the evening of the 19th a freight train on the Wil- 
liamstown Railroad ran into the rear car of a passenger 
train on the Philadelphia & Atlantic City road at the cross- 
ing of the two roads at Atco, N. J. The car was badly dam- 
aged and 11 persons slightly injured. 

On the evening of the 23d a Buffalo, New York & Phila- 
delphia freight train ran into a Delaware, Lackawanna & 
Western coal train at the crossing of the two roads in 
Buffalo, N. Y. The engine of the freight was upset and a 
number of cars were piled up in a bad wreck. A fireman 


was slightly hurt. 
DERAILMENTS, 
BROKEN RAIL. 


Very early on the morning of the 17th a passenger train 
on the Indiana, Bloomington & Western road struck a 
broken rail near Farmer City, Ill., and the whole train 
was thrown from the track, several cars being badly dam- 
aged. Seven passengers were seriously burt and 15 others 
slightly injured. Gov. Hendricks, the Democratic candidate 
ra Vice-President, was on the train, but fortunately escaped 
injury. 

BROKEN FROG. 

On the morning of the 1st a passenger train on the Bel- 
laire, Zanesville & Cincinnati road was thrown from the 
track in Zanesville, O., by a broken frog, and a baggage car 
upset, and was damaged, injuring one person. 

On the night of the 24th four cars of a passenger train on 
the Grand Trunk road were thrown from the track near 
Pickering, Ont., by a broken frog, and went down a bank 
some 26 feet, The wreck caught fire and eight cars were 





destroyed. Twelve passengers were hurt seriously, besides 
several others slightly bruised. 
BROKEN BRIDGE. 

On the morning of the 9th a freight train on the Galves- 
ton, Harrisburg & San Antonio broke through a small 
bridge near Langtry, Tex., and the engine went down into 
oe ~ ora and was wrecked. The engineer and fireman were 

On the night of the 19th a freight train on the St. Louis, 
Keokuk & Northwestern road broke through a small bridge 
near St. Peters, Mo. The engine passed over, but 15 cars 
went down and were wrecked. 

SPREADING OF RAILS. 


Early on the morning of the 23d several cars of a mixed 
train on the Brattleboro & Whitehall road ran off the track 
in West Dummerston, Vt. Three freight cars and one pas- 
senger car upset down a bank 20 feet bigh.. One passenger 
was fatally hurt and 17 others less severely injured. The 
accident is supposed to have been caused by the spreading 
of the rails on a curve. 

On the morning of the 30th a passenger train on the Inter- 
national & Great Northern road was thrown from the track 
near uez, Tex., by the spreading of the rails. Two 
cars went down a bank and five passengers were hurt. 

BROKEN WHEEL. 


Very early on the morning of the Ist several cars of a 
freight train on the Alabama Great Southern road were 
= from the track near Chattanooga, Tenn., by a broken 
whee 

BKOKEN AXLE. 


On the night of the 1st eight cars of a freight train on the 
Hannibal & St, Joseph road were thrown from the track 
near Wheeler, Mo., by a broken axle. 

On the night of the 19th five cars of a freight train on the 
New York, West Shore & Buffalo road were thrown from 
the track near Coeymans Junction, N. Y., by the breaking 
of an axle. 

On the morning of the 22d twelve cars of a freight train 
on the Wabash, St. Louis & Pacitic road were thrown from 
the track near Sand Creek, Mich., by a broken axle, 

Early on the morning of the 24th several cars of a freight 
train on the New York, West Shore & Buffalo road were 
thrown from the track near West Norwood, N. J., by the 
breaking of an axle. A brakeman was fatally hurt. 


BROKEN COUPLING. 


On the morning of the 8th, as a freight train on the | 
Housatonic Railroad was running into the station at Pitts- 
tield, Mass., it broke in two and the engine suddenly started 
forward, running through the depot off the end of the track 
and into the piazza of a hotel on the opposite side of the 
street. The engine was damaged and the piazza pretty 
well wrecked. 

ACCIDENTAL OBSTRUCTION. 


On the morning of the 17th the engine and one car of a 
passenger train on the New York, Susquehanna & Western 
road were thrown from the track in Jersey City, N. J., by 
a loose plank in a road crossing, which bad been tipped up 
far aaa to catch in the pilot and throw the engine off the 
rails. 

Very early on the morning of the 16th several cars of a 
freight train on the Pittsburgh, Ft. Wayne & Chicago road 
were thrown from the track near Upper Sandusky, O., by 
a brake-beam which fell on the rails. 


CATTLE. 


On the morning of the 6th a passenger train on the Balti- 
more & Ohio road ran over a cow at Belton, W. Va., and 
the whole train was thrown from the track, the engine 
going downa bank. The fireman was killed and the engi- 
neer slightly burt. 

On the night of the 8th a passenger train on the’ Memphis 
& Charleston road ran over a cow near Corinth, Miss., and 
three cars were thrown from the track. A brakeman was 
burt and one passenger seriously injured, besides several who 
received slight bruises. 

On the morning of the 10th a passenger train on the 
St. Louis, Iron Mountain & Southern road ran over a cow 
near Desarc, Mo., and the engine and inail car were thrown 
from the track. The mail car caught fire and a number of 
letters were destroyed or damaged before the fire could be 

ut out. 
. On the morning of the 13th a freight train on the Penn- 
sylvania Railroad ran over a pig in Pittsburgh, Pa., and the 
engine was thrown from the track. A fireman was badly 
urt 


On the morning of the 16th a freight train on the Wabash, 
St. Louis & Pacific road ran over acow near Carmi, Ill. The 
engine and several cars were thrown from the track. The 
accident took = close to a trestle and the train ran upon 
the trestle on the ties when it gave way, and the engine and 
13 cars were thrown down into a ravine and piled up iu a 
bad wreck. A brakeman was killed, the engineer, fireman 
and a tramp who was stealing a ride were badly burt. 

On the night of the 20th a freight train on the Central 
Pacific road ran over a cow near Bishop, Nev., and the en- 
gine und seven cars were thrown from the track. The fire- 
man was killed and the engineer badly hurt. 


LAND-SLIDES AND WASH-OUTS. 


On the night of the 4th a passenger train on the Northern 
Pacific road ran into a land-slide near Miles City, Mont., 
and the engine was thrown from the track and badly dam- 


aged. 

On the night of the 24th a freight train on the Atchison, 
Topeka & Santa Fe road ran into a wash-out near Styles, 
Kan. The engine and 17 cars were piled up in a bad wreck. 
The wreck caught fire, and nearly all of it which was above 
water was destroyed. 


MISPLACED SWITCH. 


Early on the morning of the 4th a passenger train on the 
Cincinnati, Indianapolis, St. Louis & Chicago road was 
thrown from the track in Indianapolis, Ind., by_a misplaced 
switch, and the engine and two cars upset. 

On the morning of the 4th the engine of a freight train 
on the Ashuelot Railroad was thrown from the track at 
West Swanzey, N. H., by a misplaced switch. 

About noon on the 10th a passenger train on the Delaware, 
Lackawanna & Western road was thrown from the track 
near Elmira, N. Y., by a misplaced switch. Itis said that 
the switch had been left open by some trackmen who had 
just run in a car of ties. The engine was thrown across both 
tracks and the baggage car was upset. Four trainmen and 
two passengers were burt. 

On the night of the 18th a passenger train on the Portland 
& Ogdensburg road was thrown from the track at Hiram, 
Me., by a misplaced switch, and the engine was badly dam- 


aged. 

On the afternoon of the 20th a freight train on the Cana- 
dian Pacific road was thrown from the track at Russell, 
Ont., by a misplaced switch. The engine and five cars were 
wrecked, the fireman killed and the engineer badly burt. 

On the evening of the 20th the engine of a passenger train 
on the Chicago, Burlington & Quincy Railroad was thrown 
from the track at Wyamet, Ia., by a misplaced switch. 

On the night of the 24th a eng oe are by two 
engines on Chicago & Alton was thrown from the 
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track in Alton, IIL, by a misplaced swich, and both engines | at Glasgow Junction, Ky. Eight cars were tumbled over 
and a mail car were p Peete The engiveer and a tramp | into the ditch, a trainman killed and two others hurt. 
who was stealing a ride were burt. | Onthe morning of the 8th several cars of a freight train 
On the night of the 27th the engine and two cars of a pas- | on the New York Central & Hudson River road were thrown 
senger train on the Wisconsin Central road were thrown | from the track at Knowlesville, N. Y., blocking the road 
from the track in Menasha, Wis., by a misplaced switch. | two hours. 
OPEN DRAWS | Near midnight on the 9th several cars of a freight train 
On the night of the 9th afreight train on the Cincinnati, | on the Terre Haute & Indianapolis road were thrown from 
indianapolis, St. Louis & Chicago road ran into the river at | the track near Long Point, [ll., blocking the road several 
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Kankakee, Ill 
The engine went down and was considerably damaged. 

On the afternoon of the 24th a freight train on 

York, West Shore & Buffalo road ran into an open draw 
on the bridge over Popolopen Creek near [ona Island 
station, N. Y. The engine, tender and six cars went down 
into the creek. The draw-bridge was provided with auto- 
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ll., the draw -bridge having been left open. | 


he New | 


hours. 

Early on the morning of the 15th a freight train on the 
Little Rock & Fort Smith road was thrown from the track 
near Warren, Ark., and twelve cars were piled up in a bad 
wreck. 

On the afternoon of the 15th a construction train on the 


| Alabama & Chattanooga Railroad was thrown from the 




















matic signals and could not be opened without setting the 


signal and it is supposed the engineer failed to see it. 
MALICIOUS. 





HARRINGTON’S SEMAPHORE SIGNAL. 


(For description see Page 782.) 


| track near York, Ala., and the engine upset. The engineer 
was scalded to death. 
On the afternoon of the 15th two cars ofa 


assenger train 
| on the Philadelphia & Reading road ran o 


the track at 


On the morning of the 15th a passenger train on the Cin- | Wayne Junction, Pa., delaying trains two hours. 


cinnati, Wabash & Michigan road struck some ties which had | 


On the morning of the 16th a passenger car on the Ohio 


been piled on the track neur Newberry, Ind. The engine | River road ran off the track on a trestle near Wheeling, W. 


was thrown from the track and three train men burt. 
UNEXPLAINED. 


Very early on the morning of the Ist several cars of a| 
freight train on the Allegheny Valley Railroad ran off the | 
track in Pittsburgh, Pa., running across the street into a | 


saloon and demolishing the front of the building. 

On the morning of the Ist several cars of a passex 
train on the Virginia Midland road ran off the track 
Lynchburg, Va., blocking the road two hours. 


\ 
On the morning of the 2d several cars of a freight trai, on 
the Illinois Central road ran off the track at Arcola, 3I)., 


and were wrecked. = 

Very early on the morning of the 4th several cars “if 
freight train on the Wabash, St. Louis & Pacific road <a 
thrown from the track, near Peru, Ind., blocking the 
some time. ‘ 


On the afternoon of the 4th a freight train on the Chesa- 
peake & Ohio road ran off the track at Ashcake, Ws., 
and ten cars were piled up in a bad wreck, blocking the 


road nearly ail night. 
On the evening of the 7th a fre 
& Nashville road 





ht train on the Louisville 
jumped the track while backing on a siding 





| Va., and was slightly damaged. 

On the afternoon of the 19th a coal train on the Honesdale 
branch of the New York, Lake Erie & Western road was 
thrown from the track near Kimballs, Pa., several of the 
cars rolling down the bank into the Lackawaxen River. 

On the night of the 22d several cars of a freight train on 
the Galveston, Harrisburg & San Antonio road ran off the 


ve | track near Baldwin, Tex. A brakeman was killed. 
\) 


On the afternoon of the 25th several carsof a freight train 
on the Illinois Central road were thrown from the track 
| near Leverett, Ill., and went into the ditch. Two trainmen 


| were hurt. 
| 
&/ New York, New Haven & Hartford road was thrown from 


wy | the track near Fairhaven, Conn., blocking the road some 
oN tim 


On the afternoon of the 26th a passenger train on the 


e. The train ran for some distance on tha ties, and 


| stopped close to the high bridge over the Quinnipiac River. 


OTHER ACCIDENTS. 
BROKEN COUPLING ROD. 


On the evening of the 17th the ne of a passenger 
train on the Chicago, Milwaukee & St, Paul road broke a 
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coumting-rod when near La Crosse, Wis., and one side of the 
engine was pretty well torn up. 


CARS BURNED. 


On the morning of the 2d, asa freight train on the In- 
dianapolis & St. Louis road was near Baldwin, Iil., an oil- 
tank car suddenly exploded. The fire spread rapidly, and 
five cars loaded with freight were consumed. A young man 
who was in the car adjoining the oil car was burned to death 
in the wreck. It is supposed that the oil tank sprung a leak 
and the escaping oil was fired by a spark. 

On the morning of the 16th a car loaded with cotton in a 
freight train over the Vicksburg & Meridian road caught 
fire when near Jackson, Miss., and was destroyed. 

On the afternoon of the 29th a car of a freight train on 
the Memphis & Charleston road caught fire when near 





Stevenson, Ala., and was destroyed. A brakeman was 
slightly hurt. 
SUMMARY. 

This is a total of 100 accidents, in which 21 persons were 
killed and 174 hurt. As compared with September, 1883, 
there was a decrease of 58 accidents, of 23 killed and of 9 
injured. A fuller statement of the totals and averages will 
be found on another page. 

The nine months of the current year to the end of Septem: 
ber show a total of 885 accidents, 299 killed and 1,351 
injured; a monthly average of 98 accidents, 31 killed and 
150 injured. The month was below these averages, except 
in the number injured. 








Defaulting Railroad Companies. 





The Commercial and Financial Chronicle, in its October 
Investors’ Supplement presents a valuable table showing the 
railroad companies now in default on payment of interest on 
bonds. Only railroads in the United States are included, Mex- 
ican and Canadian lines being*omitted, and only the partic- 
ular issues of bonds are taken on which default is made, al- 
though the mileage given includes all operated by the de- 
faulting companies. The table includes all companies de- 
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faulting during the past five years, which have not resumed 
payment in full, and which bave not been foreclosed and 
reorganized. The totals are summed up in a table in which 
comparison is made with the defaults of 1873-76, This table» 
with the remarks of the Chronicle thereon, is given below : 





Amount of 
Mileage. bonds. 
sesnimaniale ate s 
Total defaults, October, 1884....... . 15,986 315,283,000 
Entire railroad system of U.S., Jan. 

» MO Sa cee ie Se cteice | cebesssubent 121,592 3,455,040,283 
Per cent. of defaults to total........ 13.14 9.12 
Total defaults, 1873-1876........ .... Web's Sea 783,967 ,665 
Entire railroad system, Jan. 1, 1876..| 74,006 2,175,000,000 
Per cent. of defaults to total.......... | pakeneke 36 04 


Increase in mileage and bonds during) 
five years preceding Jan. 1, 1884...| 39,818 
Increase in mileage and bonds during) 
five years preceding Jan. 1, 1876.. 7 21,232 


1,157,249,467 
*636,960,000 








* Estimated at $30,000 per mile. 


There is naturally an inclination to compare the present 
period with the disastrous years 1873-1876, and although no 
close analogy is possible, a rough comparison of the general 
results in each period may be made. Taking into consid- 
eration, then, the total mileage and bonded dent of all rail- 
roads in the country on Jan. 1, 1876, and on Jan. 1, 1884, 
respectively, and the miles built and bonds issued during 
five years preceding each of those dates, the summary above 
may be given of the approximate results obtained from the 
grand totals in each period, the comparison being quite 
favorable to the present time. 

The whole number of companies in default now is only 42, 
against 197 in the former period; and in every respect the 
railroad defaults of 1884 are so much below those of the 
disastrous time which followed the crisis of 1873, thet the 
two periods are hardly to be named as having a close simi- 
larity to each other. 

In the reflections which naturally arise on this subject, the 
first which comes to mind is the absence of responsibility to 
the public, either in money or in business reputation, amon 
the projectors and organizers of railroads. There is a lac 
of that personal accountability to the public which attaches 
to the directors and officers of a bank. In some cases the 
promoters of railroads stake their fortune and their reputa- 
tion on the success of the enterprise in which they invite the 
public to invest money, and if there is a Joss in such cases 
there is no hostile criticism to be made onthe motives or 
character of those men. But it is quite as often the case that 
railroads are organized and built only to get off the securities 
on the public, and the projectors do this as soon as ible 
and get out of the enterprise themselves just before the 
inevitable default occurs, having sold all theirown stocks 
and bonds at the top prices. They are held to no accounta- 
bility by the public; they are sheltered behind the imper- 
sonality of a corporation; there isapparently none of that 
odium attaching to them which attaches to a merchant who 
fails half a dozen times and always fails rich. 

Where were the fabulous profits made out of the insolvent 
railroads of 1873-1836 ¢ Time and space are wanting to 
mention them all, but as the stocks then went to mere 
nominal prices and their bonds in the twenties, thirties and 
forties, an examination of the long list in the Chronicle of 
Jan. 22, 1876, will show at a glance a great number of rail- 
roads in which there was an immense profit between the 
lowest prices of 1876-1878 and the highest of 1879-1881. 
A good proportion of the railroads that were even decently 
located for business were resuscitated, and the first-mortgage 
bondholders lost nothing if they beld on to their securities. 

In the former period of defaults, about 20 companies out 
of the total 197 that were embarrassed were old railroads 
that were well established and once had a paying business. 
[nthe present period, out of 42 companies named in the 
table, none can be fairly said to have had a well-established 
and paying business on the basis of their present lines and 
ex sting liabilities, unless such companies as Erie, Wabash 
and Reading be classed in that category. 





Wrist-pin Dust-guard. 





The accompanying illustration represents 4 neat little de- 
vice which may be useful to some of our readers having 
locomotives or dummy engines running in dusty regions. 

The illustration represents a dust guard as applied to the 
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Wrist-pin Dust-guard, 


coupling-rod pins of a dummy engine for hauling street 
cars. The service is, of course, very tryin g to bearings, the 
dust or mud constantly present cutting any rubbing surfaces 
unless very effectual precautions are taken to keep out dirt. 
The construction of the dust-guard is so clearly shown that 
explanation is only needed on one point. The strip of wood 
shown in the drawing is bolted to the side of the coupling-rod 
in order to deaden the clattering noise so often experienced 
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when a bushed coupling-rod wears a little slack. We under- 
stind that the remedy has proved quite effectual, the noise 
being completely stopped. 

The dummy engine in question was built by Messrs. Wilk- 
inson of Wigan (England), and embodies several novel fea- 
tures. The exhaust is turned into a chamber traversed by 
numerous short %-in. brass tubes. The whole air supply for 
the fire-box passes through these tubes. Thus two objects 
are effected—the steam is condensed in a very simple man- 
ner, and the heat thus taken from the steam is not com- 
pletely lost, as in the ordinary mode of surface condensa- 
tion, where water is lost, but is returned directly to the fire, 
the air supply being warmed, and thus adding to the 
temperature of combustion. 





—— 
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Locating a Crossing with Reversed Curve Between 
Parallel Tracks. 


PROVIDENCE, R. I., Oct. 9, 1884. 
TO THE EDITOR OF THE RAILROAD GAZETTE : 

In reply to your correspondent, “Inquirer,” I herewith 
submit a solution of his problem worked out by Searle’s 
rule, reference being made to his diagram: Let s = space 
between flanze sides of the two tracks, in this case 6.5, and 
g = gauge of tracks, in this case 5.5. 

The frog number is 10. 

Then radius = 2gn? = 1,100 ft. 
and 4 (g + 8) = 6. 

Loz. 6 = 0.778151 
Log. 1100 = 3.041393 


aCP = 5° 69’ 12” 





7.736758 = versine. 


Sin. 5° 59’ 12” = 9.018272 
Log. 1100’ = 3 04139% 
1, P= 114.72 ft. + 2.059665 

From this subtract frog distance = 110 (calculated by 
Searle’s rule), multiply the result = 4.72 ft. by 2%, which 
gives the distance from theoretical point to point = 9.44’ of 
frogs; from this deduct twice the distance from theoretical 
point to actual point (0 4165 ft. x 2)= 0.833 ft. The re- 
sult, 8.6 ft., is the distance required. 

The problem can be worked out by natural numbers in 
this manner, viz. : 

From radius 1,100 ft. deduct 14 (g + s) =6; this gives 
1,094 ft.; to this add radius and multiply the result, 2,194, 
by ¢ (g + 8) or 6, and extract the square root of the product 
13,464, giving 114.73; then proceed as before. 

WATERMAN STONE. 











The Color for Safety Signals. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Mr. J. E. Ralph’s communication and your comments 
thereon in the Railroad Gazette of Oct. 17 raise a very 
interesting question, and, as some points of importance bear- 
ing upon it seem still to lack the illumination they deserve, 
I venture a few observations. 

On reading the article referred to I thought I disagreed 
with you quite materially, and so assumed that a letter 
would be particularly welcome, as editors always prefer 
opinions which do not agree with their own. I believe: but 
on more careful examination I conclude that in matters 
of fact you and Mr. Ralph agree with each other, and 
that I agree with both of you. If this is so, very 
likely the theories will be found not so very divergent as 
might at first appear. If anybody has proposed for uni- 
versal adoption a signal which has by its very nature been 
the cause of accidents, as Mr. Ralph asserts concerning the 
white lantern on locomotives, it certainly cannot be claimed 
that the universal code has passed beyond the period of 
debate, even if it has been adopted by a large number of 
roads. A question settled any other way than right is not 
expected by anybody to stay settled, of course. 

In the first place, is it certain that your comparison with 
marine signals is wholly pertinent ? Lighthouses are few 
and far between, comparatively, while the greater part of 
railroad signals are in or near yards, where there are a num- 
ber of them, and where the runner’s greatest difficulty often 
is in distinguishing one signal from another which is near to 
it (and so, likely to deceive him). In sucha case what would 
it benefit us to have a strong light to penetrate a fog! I 
suppose nobody expects to deprive the fog of its diffusive 
effect, by which two lights that are anywhere near together 
are practically blended into one. 

But the ideal system on which train-running should be 
managed is, to have it just as safe for fast trains in foggy 
weatber as in clear; and to do this where trains make long 
runs averaging 50, 60, or more miles per hour, nobody 
would think of requiring the runner to keep tr.vck of signals 
a great way ahead of him; and this because he would 
sometimes have too many different ones in mind at the same 
time, if for no other reason. This ideal system does, 
indeed, involve the expense of distant signals worked 
by mechanical power or electricity, ‘but it certainly 
ought to be more fully adopted in many cases. 
There can be no doubt that there are many fast trains run 
in this country whose trips in clear weather may be called 
safe ones, but which in times of fog are positively unsafe, at 
the same speed. Where every dangerous or doubtful point 
is protected by a signal far enough away to giveevery train 
time to stop after it passes the signal, runners can have no 
possible excuse for not stopping soon enough, and accidents 
where trains are almost stopped, when they ought to be 
quite, will have still less justification than they do now. 
Most of our so-called *‘ distant ” signals are only partially so, 





being far enough off to stop a train only in case its speed is 
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within a certain limit, which limit is not always strictly 
adhered to. 

In the matter of color, red, green and white seem to be 
the only available ones for signals, and nearly everybody 
who says anything assumes that we must have red for dan- 
ger, green for caution and white for safety. But is it really 
so essential to have a caution signal? Why not use green 
for safety ¢ So longas white lights are used in dwelling- 
houses and in lanterns, and in fact every where, co’ored 
signals will have marked advantages over white ones, 
and when a simple bull’seye, red or green, can 
be easily seen at a distance of a mile, what more 
is wanted? Notwithstanding the strong arguments we 
hear in favor of red, and only red, for danger, there 


-|are those who believe in the use of shape or position 


instead of color for night signals, and, in order to insure 
the signal’s being visible the longest possible distance, make 
use of two white lights placed horizontally for a stop signal 
(corresponding to the horizontal position of the semaphore 
arm); but I am inclined to think that by the time the runner 
reached a point where he could feel sure that the lights were 
in a horizontal line (on a foggy night) he would also be near 
enough to see a good red or green lens. 

Caution is such an indefinite term that it may well be 
questioned whether its use in rules does not sometimes 
do barm. A caution signal certainly does not always mean 
the same to a fast train that it does to a slow one ; the latter 
may be traveling slowly enough already, under circum- 
stances where the former ought to slacken. The most im- 
portant place for this kind of a signal is at distant fixed 
signals, to be used when the hom signal is at danger; but 
why would it not be just as well in such cases to make the 
rule to *‘ proceed only as the way isseen tobe clear?” A 
runner would not be exercising muck “ caution” who should 
goany faster than that, and a red (or stop) signal could then 
be used, for, in practice, 1 believe nobody thinks of de- 
pending upon even a red signal to hold a train absolutely 
and indefinitely ; a man is expected to be with or near 
it to tell the engineman what is required of him. 
That is to say, a red signal is seldom or never left without 
an attendant, except in cases where it is perfectly safe for 
an approaching train to “feel its way” along until some 
more intelligible source of information is reache1. But, 
whether this is the practice or not, it could be so arranged, 
and the idea of caution be conveyed to runners in some way 
other than by color, and the result attained just as surely as 
it is now. 

My notions are not very cogently expressed, perhaps ; but 
what I am driving at is, that the more you arrange signals 
to be seen from long distances, the more you will encourage 
carelessness in times of fog and snowstorms; for runners are 
exceedingly apt to think that they must make their time, at 
all hazards. N. E. 





The Chicago Passenger Rate War. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

I have read your item referring to the ‘‘ war over passen- 
ger rates between Chicago and the Missouri River,” and, 
being fully acquainted with the facts in the case, beg to say 
that the trouble is much more serious than you apparently 
apprehend. While the Rock Island mileage tickets are one 
of the factors that caused the fight, they are not the only 
one. The number of mileage tickets the Rock Island road 
bas put on the market has, really, nothing whatever to do 
with the question, although that number is larger than you 
may imagine. It is well known thatthe Rock Island Company 
gave to one advertising agent nearly $30,000 worth of these 
tickets for advertising for 1884, and that it has 
already given this same agent about $6,000 worth 
in advance, on 1885 advertising, and that it is paying 
numerous other advertising agents in the same lavish way. 
Siill, in spite of all these tickets being on the market, the 
competitors of the Rock Island Company would not com- 
plain if itdid not allow these tickets to depreciate, and thus 
allow them to be sold at any rate the holders can realize. It is 
the demoralization in the rates that causes the complaint, 
and the refusal of the Rock Island management to put a 
check to the depreciation that it can readily do, or else to 
fix a redemption price that of itself would stop the depre- 
ciation in the same way as the resumption (redemption) act 
stopped the depreciation of “ greenbacks.” In addition to 
the demoralization caused by these mileage tickets, the 
Rock Island road has placed in scalpers’ hands large blocks 
issued by ‘‘foreign” roads (reading, of course, ever the Rock 
Island road), and has caused the scalpers to sell them at 
from $4.50 to $5.50 each less then the regular tariff. It is 
believed that this is the first time that any railroad has 
been guilty of similar disreputable practice. It may be 
asked how the Rock Island company could get these tickets 
to place on the market and how it could do so without loss. 
The reply is easy. 

It goes to the general ticket agent of, say ‘‘ The Buffalo & 
Pennsylvania Railroad” if you will, and buys a thousand 
**extension” tickets reading from Chicago to Kansas City 
over the Rock Island road and pays therefor $14,500, 
which is *‘ tariff,” or $14.50 each. In due time the Buffalo 
& Pennsylvania Company reports to the Rock Island road 
the thousand tickets thus procured, and also in due course 
pays it the $14,500 that it received for the tickets in ques- 
tion. The Rock Island Company has then got its money 
back and has tickets on hand that have not really cost it any- 
thing, and it can (as far as the tickets proper are concerned) 
sell them at any price it sees fit, exactly in the same way it 
could its own issue of tickets. It may be asked why it would 
go to allof this trouble when it could equally as wel have 
sold its own issue of tickets. Wereply: Because it was a 
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1 
party to an agreement it{has been the prime mover in form- | 
ing, that obligated it not to sell its issue of tickets at less 
than full tariff rates, and that also obligated it to redeem, 
with heavy penalties attached, any of its issue of tickets 
that could be bought at less than tariff rates. You can | 
readily guess how this gross violation of this agreement is 
looked upon by reputable railroad managers, and you can 
as readily guess that the competitors of the Rock Island road 
will hesitate not a little before again placing any reliance in 
the pledges that may be made by that company’s represen- 
tatives. After nearly numberless protests and fruitless ap- 
peals to allow rates to be restored, the competitors of the 
Rock Island road determined te reduce their rates in their | 
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sions, and that these were divided with persons who bought 
Rock Island tickets from them, 

The allied roads now demand the following from the Rock 
Island Company : 

1, The redemption at tariff rates of all foreign tickets it 
has now on the market, or that may hereafter be placed 
there, and its promise not to be a party to the placing of 
any more such, 

2. The redemption of any of its mileage tickets that may 
be found to be used as a means of cutting tariff rates. 

4. The total cessation of paying ‘ street’? commissions in 
Chicago (bear in mind this bas no connection whatever with 
paying commissions to regular ticket agents). 
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HARRINGTON’'S SEMAPHORE SIGNAL. 


own offices to equal the rates the Rock Island was making 
in its irregular offices, no matter how low they might go. 
By buying Rock Island tickets it was found that its average 
rate from Chicago to the Missouri River was about $9.75, 
consequently that became the rate; but it was soon found 
that the Kock Island would not hold its irregular agents 
even to that low rate, and that it had again lowered its fig- 
ures; hence, what may here be called the allied roads were 
again forced to drop their rates, and so it went on until the 
rate reached $5, Then the irregular agents were driven to 
adoptanother plan. They sold ‘circuitous tickets,” or “‘short- 
line rate” tickets via the long line, and rebated to the buyer 
the difference in price between the real destination of the pas- 
senger and the actual destination of the ticket. For instance, 
to a man going to Kansas City they would sell a ticket to 
St. Joseph, Mo., via Kansas City, at the “‘short-line” rate, 
and would rebate to the passenger the sum of the local rate 
from Kansas City to St. Joseph, which is, say, $2.50, so 
that in place of its costing the passenger $5 to go from 
Chicago to Kansas City, it really cost him no more than 
$2.50. This was as irregular and quite as much of a cut of 
rates as if the Kansas City rate had been cut squarely, and 
consequently the allied roads accepted it as such and 
followed it down to until the rate has touched $1, where it 
now stands. 

From the above it will be seen that the Rock Island has 
been the aggressor and has made all of the cuts, and that the 
allied roads have merely acted on the defensive and have 
simply met the cuts made by their competitor. During the 
progress of the depreciation it was found that the Rock 
Island was paying scalpers and runners ‘“‘street” commis- 








4. The abolition of the sale of ‘circuitous or short-line 
rate tickets” over the long line, and the redemption at full 
tariff rates of all such that be found on the market. 

The allied roads offer to bind themselves, in any way that 
may be suggested, that they will strictly conform to the 
requirements they ask the Rock Island road to subscribe to. 

New YorK, Oct, 25, 1884. 

A Stock AND Bonp HOLDER, 








Harrington’s Semaphore Signal. 





The accompanying illustrations show a form of railroad 
signal which bas been lately patented by Mr. 8. H. Harring- 
ton, of Columbus, Ohio, and has been adopted as the standard 
on the Pittsburgh, Cincinnati & St. Louis Railway. The 
aim of the designer bas been to produce an efficient sema- 
phore signal at a moderate cost; and as we are informed that 
the whole signal complete, including lamp, can be sold for 
$26.25 f. o. b., it is evident that the signal is not an expen- 
sive luxury, while we think a little examination will show 
that the signal can be clearly seen and easily worked and is 
well suited to the requirements of most roads. 

The signal differs in details, though not in form, from the 
or-‘inary semaphore signal. While the signal arms present 
the same appearance and move in the same way, the colored 
disks of glass for night use are attached to and form part 
of the semaphore arms, instead of being detached and placed 
below the arms and worked by separate rods. 

As will be seen from the plan in the general drawing of 
the signal, one arm is placed on each side of the post. The 
signal lantern is placed between the arms on the left-hand 





side of the post and serves for both signals, Both arms 
work on centre-plates and pins fast on the sides of the post 
and both are balanced so as to remain in a horizontal posi- 
tion, unless they are purposely lowered or ‘ pulled off” by 
the signal man. When the arm is horizontal, a snug on 
the neck connecting the oval balance weight to the centre 
piece of the semaphore arm comes in contact with a cor- 
responding projection on the centre-piece part to the signal 
post. The arms cannot, therefore, rise above a horizontal 
position. 

The balance weight in the right-hand arm is cut away in 
the centre, and a colored Fresnel lens inserted so that, when 
the arm is horizontal and the lantern lit, a red light is shown. 
The left-hand semaphore arm has a corresponding lens 
arranged to come exactly opposite the lantern, but it is, of 
course, placed in the small part of the arm, and not in the 
balance weight. 

In the above description the terms right and left refer to 
the signals as shown in the geometrical views. In the per- 
spective view these terms are reversed, the left or ladder side 
of the signal post in the geometrical drawings becoming the 
right hand side on the perspective view. This, of course, 
merely depends on the point of the view; as seen by the 
engineer of the advancing train, the ladder is on the left- 
hand side of the post. 

This signal is manufactured by the Barney & Smith Man- 
ufacturing Co.; of Dayton, Ohio, from whom any further 
information may be obtained. 


The Forth Bridge. 
(Continued from page 766), 
WIND PRESSURE, 


The maximum wind pressure upon the 1,700 ft. span had 
been assumed to be equivalent to a pressure of 56 Ibs. per 
square foot upon the double surface. Mr. Fowler and I bave 
spared ro pains during the past two years to contribute 
something to the general fund of information; and other en- 
gineers, doubtless, are experimenting—for experiments, and 
not speculations, are wanted. We have had now for two years, 
on the island in the middle of the Forth near the centre pier 
of the bridge, three wind gauges, or pressure boards; the 
large one, 800 square feet in area, is fixed square to the east 
and west winds, and of the two small ones of 14¢ square feet 
area, one is fixed as above, and the other is free to swivel 
square to the wind in any direction. I ventured to prophesy 
that, contrary to the opinion of many, the large board 
would show a smaller average pressure per square fout than 
the small ones. I have summarized the readings of the 
gauges for the past two years, and find them to fairly bear 
out my anticipations. In preparing the following table, 
the mean of all the readings of the revolving gauge between 
O Ibs. and 5 Ibs., 5 lbs. and 10 Ibs,, etc., have been taken, 
and the mean of the corresponding readings at the same 
time of the small fixed gauge and of the large fixed gauge 
for easterly and westerly winds have been set forth oppo- 
site. 


Revolving gauge.| Small fixed gauge. | Large fixed gauge. 


Mean pressure. | Kasterly. | Westerly. | Easterly. | Westerly. 





Lb Lb Lb. Lb. | Lb, 
Oto 5 300 2.92 | 2.04 1.9 
6“ 10 7.58 17 3.64 | 4.75 
10 “* 15 12.4 | 13.2 4.55 8.26 
15 * 20 17.06 17.9 | 6.5 | 12.66 

20 ** 26 21.0 | 22.75 | 86 19 
25 ** 30 27.0 | 28.5 | descuvi 18.25 
30 “ 35 32.5 | ae ee 21.6 
Above Ts it. aepevaes 41. | 35.25 


(One observation 
only above 32.5.) 








I do not place implicit faith in the registrations of anemom- 
eters, although we test the working of the gauges in the 
most careful manner ; but itis pretty well established by 
our two years’ experiments that the effective pressure per 
square foot on large and were weyeer in / heavy board aver- 
ages only about two-thirds of that indicated by an ordinar 
light anemometer. It will also be noticed that the heavi- 
est gales have been from the west, and that the revolving 
gauge then indicated much the same as the fixed gauge. 
Some critics were of opinion that our 300-ft. gauge would 
be of little use, as it could not swivel square to the wind, 
but remembering the experiments made with a fan blast 
on oblique plates, which showed that the resultant pressure 
was normal to the surface, I felt sure that having reference 
to the prevailing winds, swiveling was of no practical im- 
portance at the Forth, and the results justified my anticipa- 
tions. 

The two heaviest gales occurred in the early morning of 
Dec. 12, 1883, and Jan. 26, 1884, respectively. On the 
latter occasion much damage was done throughout the 
country, and there was conclusive evidence from the 
extent as well as the intensity of the storm, that it wasa 
very exceptional one in character. At Inch Garvie the 
small fixed gauge was reported to us as registering 65 lbs. 
per square foot, but on inspection I found the index pointer 
could not traverse further or it might, perhaps, have indi- 
cated much higher. At Valencia very strong squalls cover- 
ing short periods were stated to have attained a rate of 
upward of 150 miles per hour. At Holyhead lengthened 
squalls of 120 miles and short squalls of higher rates were 
reported. At Alnwick we were told that several instances 
of 10 miles in five minutes, or 120 miles an hour, and 
squalls of 150 miles occurred. Now, if we assume, as 
is common, the pressure of wind to be equal to 0.005 
V2, and accept the velocity of 150 miles as correct, 
we shall have to believe that pressures of 112 Ibs. per square 
foot were reached at Valencia, on the west coast of Ireland, 
and at Alnwick, on the east coast of England, Jan. 26 last. 
I confess I find it much easier to believe that the records of 
anemometers as at present obtained are utterly misleading 
and valueless for all practical purposes. I entirely mis- 
trusted our own 65-lbs. record, and experimented with the 
gauge, and made it register 65 lbs. by the sudden applica- 
tion of a pressure not exceeding 20 lbs. The momentum of 
the light index needle, and not that of the pressure plate, 
which was bridled back, sufficed to cause the error. 

The record of 65 Ibs., therefore, is valueless so far as re- 
gards the specific maximum pressure attained during the 
great storm, but of considerable value as evidence that the 
highest pressure, whatever it might have been, partook of 
the character of a smart jerk of too instantaneous duration 
to affect a structure of any size or weight. From the records 
generally, and from my own watching of the movements of 
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the three gauges, I have come to the conclusion that uniform 
velocity and pressure in a wind, whether it may prevail or 
not at cloud heights, can never obtain near the surface of 
the earth or in the neighborhool of any bridge or other 
structure capable of causing eddies. Unsteady motion must 
be the rule in air as in water, and the threads of the cur- 
rents moving at the highest velocity will strike an obstruc- 
tion successively rather than simultaneously, so that the 
mean pressure per square foot on a large area must be less 
than that on a small surface from that cause alone, irrespec- 
tive of possible differences in the partial vacuum at the back 
of the a. 

In the spring of this year, when running into Dublin 
harbor during a beavy broadside gale, I took occasion, when 
in still waver but in the full blast of the wind, to measure 
the heel of the vessel, and from her elements to calculate 
subsequently the mean pressure required. My pressure 
board in this case was about 6,000 square feet in area, and 
the deduced mean pressure was 12 Ibs. per square foot. 
From other data I estimated the corresponding anemometer 
pressure at fully double the preceding amount, and this was 
perfectly rational, because the vessel kept steady at the 
constant heel, while heavy local gusts of very small area 
struck different parts of her in a distinctly recognizable 
manner. la short, the large area and heavy mass of the 
hull equalized the jerky action of the numerous small blasts 
of high intensity, and a similar action doubtless takes effect 
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In the case of the tubes we have the tube itself, then a cou- 
ple of box lattice cross braces, with channel bar members, 
and finally another tube. No theory exists which could en- 
able us to estimate even approximately the equivalent flat 
aurface of such a network; and I feel until my scheme of ex- 
periment by models was realized with satisfactory results 
that our calculation of stresses from wind pressure rested on 
anything but a logical basis. The problem to bs solved was 
how far the eddies caused by the front surface affected the 
surfaces totherear. In the recommendation of the ‘‘ Wind 
Committee” a front plate girder was considered to give com- 
plete shelter to any girders to the rear of it, but I think omg 
one who has walked “‘ Indian file” in a gale of wind will 
have noticed that unless be locked up pretty closely to the 
front man he felt practically the full force of the gale, and 
similarly unless the rear plate girders of a bridge be relatively 
close to the front girder the latter will not afford anything 
like complete shelter. It is obvious, therefore, that the depth 
of the girders and the distance apart enter into the problem, 
as well as the question of their being plate or lattice; and I[ 
may add further that the position and character of the 
floor between the girders also materially affect the wind 
stresses. 

My original idea was to prepare models and test them in 
actual wind at Inch Garvie, but the irregularity of the re- 
sults, even with the flat boards, precluded the possibility of 





jm ordinary railway structures, and will to a still greater 
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extent in such a large and heavy structure as the Forth 
Bridge. 

Mr. Fowler and I are of opinion, therefore, as a result of 
our two year’s further consideration, that the assumed pres- 
sure of 56 lbs. per square foot over the whole of the bridge 
is considerably in excess of anything likely to be realized. 
It is another question whether the method of estimating the 
effective area exposed by the bridge; namely, double the 
plane surface with a deduction of 50 per cent. in the case of 
tubes, is right or wrong. Wethink it isa sufficiently near 
approximation of the truth, for reasons which I will briefly 
set forth. 

As all engineers well know, one of the results of the panic 
caused by the fall of the Tay Bridge was the appointment 
by the Board of Trade of a Committee to consider the ques- 
tion of wind pressure on railway structures, which Commit- 
tee advised the adoption of certain rules. Shortly stated, 
these were : 1. That a maximum wind pressure of 56 Ibs. 
per square foot should be provided for. 2. That the effec- 
tive surface upon which the wind takes effect should be 
assumed at from once to twice the front surface according 
to the extent of the openings in the lattice girders. 3. That 
a factor of safety of four for the ironwork, and of two for 
the whole bridge overturning as a mass when gravity alone 
comes in, should be adopted. In the case of the Forth Bridge 
we took the highest ratio for the surface, namely, twice ; but 
I had not at the time the slightest idea whether the twice 
ought not to be thrice and even more. Under these circum- 

- stances the necessity of further experiments was clearly 
indicated, and we have made them. 

The tension members and the bracing of the Forth Bridge, 
as already explained, are lattice box girders andthe main 
compression members are tubes. Thus, in the case of the 
top tension members near the piers, we have the front sur- 
face of the girder with channel bars end projecting flanges, 
making it essentially different to the flat anemometer plate, 
and three corresponding surfaces, situated tively 
about 7 ft. , 83 ft., and 40 ft, to the rear of the front surface, 
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any useful data being so obtained. I determined, therefore, 
to abandon the attempt to measure actual resistances, but to 
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bearing on railway bridges where a succession of lattice 
bars may occur one behind the other, which would offera 
very large surface to the wind if the prop2r way of estima- 
ting that surface were to take a slightly angular view of the 
bridge and maasure up all that was visible. 

I found that two plates connected by a floor plate at the 
bottom offered no more than 90 per cent. of the resistance 
of the single plate. Summarizing my conclusions, the 
effective surface of a plate girder bridge would rom 
90 per cent. to 180 per cent. of that of the front cariace ac- 
cording to the distance apart of the girders, the degree 
of ag of the floor, and its position relative to the main 

ers. 

In many respects the preceding remarks apply to lattice 
girders, but the varying extent of the open space between 
the bars introduces an additional complication. When the 
openings were one-fourth of the whole area, I found for a 
distance of one diameter apart, an increased resistance of 8 
per cent. from the second disk, while with openings of 
double the size, the increase was 30 per cent, At two 
diameters the respective amounts were 40 per cent. and 66 
per cent., while at four diameters the more o lattice 
reached 94 per cent. Ia other experiments, some with 
a small flat plate in front of a lattice, and sometimes in the 
rear, I obtained at four diameters distance resistance 
exactly equal to the sum of the two specimens tested 
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separately. 
he top member of the Forth Bridge consists, as I have 
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surface of the different bridge members and cross-bracing, 
and for this purpose devised a very simple pendulum ar- 
rangement, consisting in effect of a cross-bar with a model 
at one end and an adjustable flat surface at the other of ex- 
actly equal weight, which bar was suspended at the centre, 
so that the only resistance to turning was the torsion of the 
suspending string. On oscillating this pendulum, if the flat 
surface were not the exact equivalent in resistunce of the 
model, one or the other would advance, and the sensitive- 
ness was such that different observer would rarely vary 
more than 8 or 4 per cent. in their results. 

To test the sufficiency of this simple apparatus I contrasted 
the resistances of thin flat surfaces and cubes, and wy re- 
sults agreed within 2 or 3 per cent. of those obtained in the 
most elaborate manner by Dubuat many years ago. Simi- 
larly, the results obtained with cylindrical surfaces and in- 
clined planes were in strict accord with those obtained by 
previous observers and other apparatus. When experiment- 
ing with sheltered surfaces, however, my results differed 
considerably from previous experimental ones, which I must 
say are singularly few in number, baving reference to the 
vast importance of the subject to engineers. Thus, accord- 
ivg to Thibault, the resistance of the rear plate of a pair set 
at a distance apart equal to the diameter is 0.7 of that of 
the front plate, wailst in my experiments I found no such 
excess until the distance apart was 314 diameters. I experi- 
mented with disks placed at from 1 diameter to 4 diameters 
apart, and the resistance of the two disks in terms of that of 
the single one was in round numbers 1.0 for 1 diameter ; 
1.25 for 14¢ diameters ; 1.4 for 2 diameters ; 1.6 for 3 
diameters ; and 1.8 for 4 diameters. . An increased number 
of disks placed intermediately between the front and rear 
disks little affected the resistance. For example, by reduc- 
ing the 4 diameters to 3.6 diameters, an extra disk could be 
introduced without increasing the resistance of 1.8, and by 
still further reducing the distance to 3.5 diameters, 4 disks 
could be employed, The result is of great importance in its 
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said, of a pair of box lattice ers, or as may be said 
equally truly, of four single-web ice girders. Models of 
these single-web girders, tested in pairs, gave 20 per cent. 
increase from the rear girder when the distance apart was 
equal to the depth; 50 per cent. for two depths; 70 per cent. 
for three depths, and 80 per cent. for four depths. When 
three girders were placed one bebind the other, the middle 
girder gave rise toa further increase of about 4 per cent. 
for three depths and for four depths; in short it mattered 
practically little whether two, three or four girders were 
used. Two models of a complete bay of the top member 
were made, one as light as possible and the other somewhat 
heavy. The results were in accord, the resistance a 
1.75 times that of the plane surface, whilst that of each o 

the lattice box girders tested separately was1.15. Asa 
factor of 2 instead of 1.75 was used in the wind calcula- 
tions, the pressure on the lattice members has been some- 
what over-estimated, but on the other hand that on 
some of the other members of the bridge, judging from 
the results of the experiments, has been somewhat under- 
rated 


The bottom member, and the main struts of the bridge, 
consist of a pair of tubes braced together by box-lattice 
girders. I tested a complete bay of the bottom member, 
and found the resistance of the two tubes, placed seven 
diameters apart, together with the two box lattice braces, 
of a depth equal to the diameter of the tubes, to be 1.1 times 
that of. the plane surface. Substituting plate girders for 
the lattice braces, the ratio was still only 1.24, so the tube 
evidently acted as a sort of cut-water, and by clearing a 
oe for the flat surfaces lessened their resistance. This was 
‘uw one of the tubes and testing 
tube and cross 


ttice bracing. Tube in front 

e ce was but 80 per cent. of that obtained 
when the lattice was to the fore. The bracing 
tested alone had a resistance equal to 60 per cent., whilst 


rther proved by removi' 
_ single 





when in position between the two tubes, it only increased 
the resistance about 5 per cent. This, perhaps, was to me 
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the most reassuring of all the experiments, because, looking 
at a complete model of the bridge, it appeared as if the in- 
tricate mass of cross-bracing must offer an enormous re- 
sistance to the wind. Asa matter of fact, so far as my 
experiments extend, it would seem that the eddies caused 
by the front surface extend to a great distance in all direc- 
tions, and in a complex structure the innumerable and con- 
flicting eddies would almost appear to neutralize each other 
as regards some of the sheltered surfaces. On the other 
band, in simple isolated structures, such as a pair of bars or 
tubes, the shelter is ically nil at distances equal to about 
six diameters, and the members might as well be abreast. 
This was well demonstrated in the experiments by arrang- 
ing the models on the skew so as to imitate the effect of a 
wind blowing at an angle to the horizon, when constant re- 
sults were obtained with widely different angles. 

In the approach viaduct at the Forth the lattice girders 
are under the rails, and there is a wind fence on each side. 
Testing a model of this class of construction, I found that the 
resistance of the parapet and of the railway carriages was 
only two-thirds of the corresponding plane surface, a result 
due no doubt to the eddies thrown up by the girders. It 
would appear, therefore, that current estimates of the wind 
pressure required to overturn railway carriages on exposed 
viaducts should be further considered, for although an 
average carriage might overturn with a uniform pressure of 
40 lbs. per square foot, a 60-!bs. wind may be necessary to 
produce the equivalent of that pressure. In our model of a 
pair of lattice girders with floor, wind fence and railway 
carriage on the top, the total resistance was but 93 per cent. 
of that due to the plane surface. As by the present rules 
engineers would in such a case estimate the equivalent at 
about 150 per cent., it follows that in many recent and pre- 
sumably future bridges the actual wind stresses may be con- 


siderably less than estimated. 


The leading constituent parts of the Forth Bridge were 
tested, as described, by models of single members and of 
complete bays, but we proceeded a step further and tested 
both in air and in water a complete metallic model of two 
pairs of cantilevers with cross bracing, internal viaduct and 
wind fence, together with the intermediate part over the 
Tuch Garvie piers. The total resistance so ascertained was 
9 per cent. greater than that obtained by calculation on the 
basis of taking double the plane surface with a deduction of 
50 per cent. in respect of tubes. With the models of dif- 
ferent parts tested separately the excess was 4 per cent. 
This excess would not apply to the moment of the wind 
pressure, because the highest parts of the bridge are lattice 
structures, the resistance of which was over-estimated. If 
a 56-lb. wind ever occurred as a mean over such an area as 
that we are dealing with, it would be something greater at 
the high level of the lattice top member and something less 
at the level of the bottom tubes. 

I am, therefore, satisfied that the assumption originally 
made was a sufficiently close approximation to the truth for 
all practical purposes. Ido not attach undue importance 
to the results obtained by the models, nor to the records of 
our large and small pressure boards at the Forth, but at the 
same time to me they have thrown a little daylight on many 
obscure questions respecting the actual wind pressure on 
railway bridges and other structures. Mr. Stewart and I 
would sometimes attempt to calculate the resistance of a 
model upon hypotheses of our own, and differ most widely 
in our results, as others who have attempted the same thing 
have generally done. A single swing of the long pendulum 
would solve all our doubts and difficulties. In arranging 
the experiments, I had regard to Froude’s principles as to 
velocity relative to the scale of the models, and believe the 
eddies and interferences to be similar in kind in the models 
and bridge. Of course, what is wanted is the measured re- 
sistance of actual bridges in actual storms, but this I have 
not yet been able to undertake. 

Such experiments as I have been able to make have at 
least served to show how little is known about wind stresses, 
and how necessary it is that every engineer should seize 
such opportunities as may offer for contributing something 
to the general store of information. 








The New System of Train Signals. 





In view of the approaching adoption of the system of train 
signals recommended by the General Time Convention, we 
reprint below the report in which that system was recom- 
mended. At the meeting of the Convention in Philadelphia, 
Oct. 9, the Secretary gave the following summary of the 
vote on the report: 


Miles. 

Roads that have agreed to adopt the proposed system with 
the fall change of time-tables................. 2. .ee.e.ee 24,909 
that will conform to the system at a later date...... 954 

Roads that have agreed to adopt the greater portion of the 
system........ . 09.0.0 68n 0 000 4 46:00 es coerce or e'9ees oemeeee {662 

Roads that will adopt the proposed system, provided it is 
adopted by commecting FORGB..........60 66 cecccceswcveseses 26,898 
i Sl tawtian uniabananimeie ude ac, «« 8%, 423 


A number of roads not included in this report were represented 
in the Convention, and may be considered as agreeing to its 
adoption. 

The report, which was first presented to the General Time 
Convention Oct. 11, 1883, was prepared by a committee 
consisting of Messrs. James McCrea, A. A. Talmage, George 
W. Parker and E. B. Thomas, and is as follows: 


Your committee, to whom was referred at the last session 
of your Convention the subject of the edoption of uniform 
signals respectfully submit the following report: 

In the consideration of the question your committee ar- 
rived at the conclusion that there were certain fundamental 
principles governing the formation and use of signals which 
should never be lost sight of, viz.: 

First. Hand and lamp signals should be as nearly as pos- 
sible like the motions a person uninstructed would give to 
convey the same meaning. ‘ 

Second. All signals should be so plain as to make it im- 
possible to misunderstand or confuse them. 

Third, As far as possible nv signal should be made to con- 
vey more than one meaning. 

‘ourth. Signals should be exhibited in the location which 
will make them the most plainly visible, and for the longest 
time to those for whose information they are displayed. 

In ascertaining the relation which the above principles 
bear to common practice your committee decided that the 
time and labor that would be required to prepare statistics 
showing the practice of all the roads in the United States 
would be so great as to render it impracticable; and, there- 
fore, taking into consideration thé train mileage and equip. 
ment, 25 roads were sel (except for whistle sig- 
nals) representing nearly 50 per cent. of the total train 
mileage of the United States; 33 per cent. ¢f the equipment, 
and 25 per cent. of the track mileage; and‘ in making our 
recommendations we have endeavored to reconcile them 
with the practice, as shown by these statistics, and our own 
view of what is consistent with the principles we have 
assumed to be correct. 


‘ HAND AND LAMP SIGNALS. 
To avoid confusion the day or band signalsshould be made 
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so that it is possible to give thesame motion at night, with a 
lamp in the hand. 

There are four communications or signals necessary to be 
made in this manner, viz.: Go ahead; Stop; Back up and 
Train parted. 

The motions made to convey these ideas should be as near 
like those made by a person uninstructed to produce the 
same movement as is possible. Persons giving signals are 
more frequently behind the engine than elsewhere, and the 
motions should be formed for that position. 

An examination of one dozen or more persons with no 
railroad experience (assuming them to be placed behind the 
engine) resulted, in a majority of cases, in motions resemb- 
ling the following : 

Go ahead—An up and down motion. 

Stop—A motion crosswise with the track. 

Back up—A motion in a circle. 

The go ahead signal was given by raising the hand above 
the head and moving it energetically forward in the direc- 
tion it was desired to move the train until the arm took a 
horizontal position, when the hand was again raised and the 
motion repeated. Looked at from in front, the hand had 
the appearance of moving up and down. 

The back up signal was made by standing facing the 
engine, extending the arm toward the engineer and moving 
in the are of a circle over the head, at the same time slightly 
twisting the body until the band pointed almost in the direc- 
tion the train was to move. The arm was then dropped and 
returned to its first position. The plane of the circle thus 
made was an angle of about 45 degrees to the track, and 
the hand described a complete circle, every point of which 
was visible from the engine. 

The signal to stop was made by moving one or both arms 
violently across the supposed line of movement. 

No examination was made for a movement to indicate 
train parted, as itis a matter of technique which could not 
be generally understood. 


HAND AND LAMP SIGNALS RECOMMENDED. 


Go ahead.—A motion up and down. 

Thirteen roads out of 25, representing 49 per cent. of the 
total train mileage considered, or 25 per cent. of the total 
train mileage of the United States, use this signal, and 
your Committee recommend it for adoption. 

Stop.—A motion crosswise of the track. 

Nineteen roads, representing 80 per cent. of the train 
mileage considered, and 40 per cent. of the total train mile- 
age of the United States, use this signal, and your Com- 
mittee recommends it for adoption. 

Back up.—A motion in a vertical circle. 

Fourteen roads, representing 49 per cent. of the train 
mileage considered, and nearly 25 per cent. of the total train 
mileage of the United States, use this signal, and your Com- 
mittee recommends its adoption. 

Train parted.—A motion in a vertical circle at arm's 
length across the track, given continuously until answered 
by the engineer. 

The signal is practically in use on 14 railroads, represent- 
ing 60 per cent. of the train mileage considerad, and 34 per 
cent. of the total train mileage of the United States, al- 
though on many of them the words ‘‘ continuously until an- 
swered by the engineer” are not included in the rules, 


BELL-CORD SIGNALS. 


Having considered the hand and lamp signals, which are 
methods of transmitting information from the train crew to 
the engineer, we will continue the subject by considering the 
bell-cord signals, which are for the same object. 

In transmitting these signals correctly it is very desirable 
that they should be made as brief and simple as possible, and 
thereby reduce the liability for errors to a minimum. 


BELL CORD SIGNALS RECOMMENDED. 


One (1), (when train is standing) start. 

Two (2), (when train is running) stop. 

Two (2), when train is standing) call in flagman. 

Three (3\, (when train is running) stop at next station. 

Three (3), (when train is standing) back. 

Four (4), (when train is running) reduce speed. 

The above signals are mainly in accordance with common 
practice, except the signal to stop immediately ; twelve 
roads, representing 54 per cent. of the train mileage con- 
sidered, and nearly 26 per cent of the train mileage of the 
United States, using one tap of the gong when running in- 
stead of two, as recommended by the committee. Your 
Committee have decided to deviate from the practice indi- 
cated, for the reason that the signal is also the result of a 
train parting, and if then obeyed by the engineer would 
probably result in a collision with the detached portion. 

WHISTLE SIGNALS. 


In considering these signals the committee have been en- 
abled to use much more extensive statistics than in the other 
class of signals, by reason of the very full table published 
with the September edition of the Official Railway Guide 
for the year 1881. 


WHISTLE SIGNALS RECOMMENDED. 





Signal. Use. 





; Signal for approaching Stations, Railroad 
)| Cros-ings and Junctions. 


°o Apply brakes; stop. 
—_— — | Off brakes; start. 
oo Answer to any signal, except train parted. 
—_ — -—— Train parted. 
(S)oo0o Back up. 
(K)oo00 Calling attention to signals carried. 


— — -— — Calling in flagman. — - 
{ |Engineer’s call for signals from switchmen, 


oe 1 |_ watchmen and trainmen. 
—-— 60 Road crossing. 
00000 Send flagman out. 


Succession of (2 o Stock alarm. 


Explanation of signs; o short sound; ——long sound; (3S) 
standing; (R) running. 

For ‘off brakes” the Committee have deviated from the 
custom most generally in use (two short blasts), believing 
that two long blasts is better for a signal to start, and that 
two short blasts should be used by the engineer to answer 
conductors, flagmen and others giving him signals. 

The committee have also deviated from the general custom 
in recommending four long blasts of the whistle to call in 
flagman. According to statistics, 46 roads, covering 51 per 
cent. of the train mileage considered, and 36 per cent. of the 
total mileage of the United States, use four short blasts. 
We not ouly think that four long blasts answer the purpose 
better, but that it is the common practice, notwithstanding 
the general rules on the subject tothecontrary. Besides 
this, 12 roads, representing 29 per cent. of the train mileage 
considered, and 22 per cent. of the total mileage of the United 
States, use the four long blasts. 

On many roads it may not be considered advisable to adopt 
any signal to send flagman out, but when thought necessary 
the Committée recommended the use of: five short blasts, 
when from some sudden emergency the engineer considers 





it necessary to notify the flagman that the rear of the train 
must immediately be protected. 


STATIONARY AND FIXED SIGNALS. 

All signals of color, shape or position not held in the hand» 
but placed stationary by the side of track, or fixed on a 
moving train are included under this heading. 

The principal use of such signals is to indicate either dan- 
ger, stop—red; caution, proceed with care—green; safety, 
track clear—white, or if scheduled todo so, stop for traffic— 
white and green. 

The effort of the Committee has been directed to meke 
red a signal of danger only, and to be used for no other pur- 
pose than to bring trains to a full stop. 

The fixed signals on trains have other meanings, which 
will be considered hereafter. 

Each of the four first mentioned should be indicated by a 
signal of shape or color entirely distinct from all the others, 
and as colors are not readily distinguishable at a distauce, 
they should always, when practicable, be re-enforced by 
shape or position. As to shapes,a man standing by the 
track desiring to stop a train, would naturally extend his 
arm across the track. The outlines would then be a perpen- 
dicular object with a horizontal arm protruding at right 
angles near its top. If he desired to give a signal he would 
drop his hands, and his outlines would be perpendicular 
The signals of safety and danger should conform to these 
outlines as nearly as possible, combined with red and whige 
at night. 

The sign that would naturally suggest itself as one of cau- 
tion would be a compromise between danger and safety, 
or a perpendicular object with an arm extending out and 
down at an angle of 45°, combined with green at night. 

In conformity with the fourth principle mentioned in the 
first part of this report, all signals should be placed on the 
engineer’s side of the track, as he approaches them, unless 
the land contours make them more easily seen by the engi- 
neer if placed on the other side. 

Switch targets should be placed on the engineer’s side as 
he runs toward the point of the switch, as there is more dan- 
ger when running in that direction than through the switch. 

In case separate signals for trains in each direction are 
placed on the same standard, the arm on the right side as the 
signal is approached should ordinarily govern the move- 
ment. 

Signals for trains in one direction only should ordinarily 
project from the right band side of the upright as you stand 
facing it in the direction of the traffic. 

Danger signals for rear protection should be displayed in 
an elevated position to the rear only, and never shown when 
the target is not on the main track. 

The fixed signals on trains are used to indicate : 

Train following with the same rights as the train carrying 
the signals. 

Train following, which is irregular or extra. 

Train carrying the signals, itself irregular. 

Rear of the train, and for rear protection. 


FIXED SIGNALS RECOMMENDED. 


We would recommend a green signal carried on the front 
of the engine to indicate a train following with the same 
rigkts as the train carrying the signals. 

A combined green and white signal carried on the front 
of an engine to indicate a train following which is irregular. 

A white signal carried on the front of an engine to indi- 
cate that the train carrying the signal is itself irregular. 

The rear of every train (passenger or freight) should be 
plainly marked to enable those interested to know that al/ 
of the train bas passed. We recommend that green markers 
be used for this purpose, and they should be combined with 
the signals, so that one lamp can serve both purposes. 


TORPEDO SIGNALS RECOMMENDED. 

One (1) Danger! Stop! 

Two (2) Caution! Run carefully ! 

The signal for danger should consist of fewer detonations 
than the one for caution, so that if one cap fails to explode 
in a caution battery, the signal becomes one of danger. 

CONCERNING THE USE OF SIGNALS. 

We recommend that the danger signal be used to indicate 
train orders. 

Trains on sidings to clear should remove their signals of 
danger and display those of caution, otherwise trains pass- 
~—_ the main track will be stopped. 

he rear of a train is the part that, when the train is pro- 
ceeding in its authorized direction, will pass over a given 
point last, and markers should be displayed on tbat part, 
and no train should be reported or considered by until the 
markers are seen. 


Asa matter of interest we give the following list of the 
roads adopting the new system as recommeaded by the 
Committee: 


ROADS AGREEING TO ADOPT THE NEW SYSTEM WITH THE 
FALL CHANGE OF TIME-TABLES. 

Alexandria & Fredericksburg. (See Pennsylvania R. R.) 

Alexandria & Washington. (See Pennsylvania R. R.) 

Allegheny Valley, David McCargo, General Superin- 
tendent. 

Anniston & Atlantic, H. L. Roberts, Superintendent. 

Arkansas Midland, H. B. Jobnson, Superintendent. 

Arkansas Vallev Lines, Henry Wood, General Manager. 

Ashland Coal & Iron, Douglas Putnam, Jr., Superin- 
tendent. 

Atlanta & West Point. (See Western Railway of Ala- 
bama.) 

Baltimore & Potomac. (See Pennsylvania R. R.) 

Bell’s Gap, Robert G. Ford, Superintendent. 

Brooklyn, Flatbush & Coney Island, J. L. Morrow, Super- 
intendent. 

Buffalo, New York & Philadelphia, Geo. 8. Gatchell, Su- 
perintendent. 

Burlington & Missouri River, G. W. Holdredge, Assistant 
General Manager. 

Camden & Atlantic. (See Pennsylvania R. R.) 

Cape Feat & Yadkin Valley, J.S. Morrison, Engineer 
avd Superintendent. 

Central Iowa, E. L. Dudley, Superintendent. 

Chattaroi, F. H. Oliphant, General Manager. 

Chesapeake & Ohio, C. W. Smith, General Manager. 

Chicago & Alton, C. H. Chappell, General Manager. 

Chicago, St. Louis & Pittsburgh. (See P.,C. & St. L.) 

Cincinnati & Green River, George B. Harper, Superin- 
tendent. 

Cincinnati, Van Wert & Michigan, Everett Garrison, 
General Manager. 

Cleveland, Columbus, Cincinnati & Indianapolis and In- 
diariapolis & St. Louis, E. B. Thomas, General Manager. 

Cleveland, Delphos & St. Louis, I. H. Burgoon, General 
Manager. 

Cleveland, Lorain & Wheeling, Oscar Townsend, General 
Manager. 

Concord Railroad and branches, H. E. Chamberlain, Su- 
perintendent. 

Connotton Valley, Samuel Briggs, General Manager. 

Coudersport & Port Allegany, B. A. McClure, General 
Superintendent. 
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Cumberland & Maurice River, L. H, Dowdney, Superin- 
tendent. 

Cumberland Valley, J. F. —o Superintendent. 

Denver, Utah & Pacific, L. M. Fouts, Superintendent. 

East Broad Top, A. W. Sims, Superintendent. ; 

East St. Louis & Carondelet, Jos. Hill, General Superin- 
tendent. 

Eastern Kentucky, H. W. Bates, General Manager. 

Florida Southern, Sherman Conant, General Manager. 

George’s Creek & Cumberland, James A. Millholland, 
General Manager. : 

Georgetown & Lanes, A. J. Twiggs, President. ‘ 

Gettysburg & Harrisburg, Wm H. Woodward, Superin- 
tendent. 

Grand Rapids & Indiana, W. O. Hughart, President. 

Gulf, Colorado & Santa Fe, W. Snyder, General Manager. 

Gulf, Western ‘Texas & Pacific, M. D. Monserrate, Presi- 
dent. 

Houston & Texas Central, A. H. Swanson, General Trans- 
portation Manager. s 

Huntington & Broad Top Mountain, Geo. F. Gage, General 
Manager. : 

Illinois & St. Louis, C. H. Sharman, General Superin- 
tendent. 

Indiana & Illinois Southern, W. C. Lyon, General Man- 
ager. ; 
Indiana, Illinois & Iowa, T. P. Shonts, General Superin- 
tendent. 

Indianapolis & St. Louis. (See C., C., C. & I. Ry.) 

Indianapolis & Vincennes. (See P., C. & St. L.) 

Jefferson, Madison & Indianapolis. (See P., C, & St. L.) 

Kansas City, Fort Scott & Gulf and Kansas City, Spring- 
field & Memphis, Geo. H. Nettleton, General Manager. _ 

Kentucky & South Atlantic, Geo. B. Harper, Superin- 
tendent. 

Kentucky Central, C. W. Smith, General Manager. 

Knoxville & Augusta, R. N. Hood, President. : 

Lackawanna & Pittsburgh, R. M. Patterson, General Su- 
perintendent. 

Lebanon Springs, W. C. Van Alstyne, Manager. 

Louisville & Nashville, J. T. Harahan, General Manager. 

Meadville & Linesville, J. B. Peters, General Superintend- 
ent. 

Memphis & Little Rock, Rudolph Fink, General Manager. 
Minneapolis, Lyndale & Minnetonka, W. McCrory, Presi- 
dent. 

Mont Alto, Geo. B. Wiestling, Engineer and Superintend- 
ent. . 

Morgan’s Louisiana & Texas, J. Kruttschnitt, Superin- 
tendent. 

Natchez, Jackson & Columbus, E. D. Frost, General Su- 
perintendent. ; 

Nevada Central, F. W. Dunn, General Superintendent. — 

New Haven & Northampton, 8. B. Opdyke, Jr., Superin- 
tendent. 

New York, Chicago & St. Louis, Lewis Williams, Gen- 
eral Manager. 

New York, Philadelphia & Norfolk, James McConkey, 
Superintendent. ; ; j 

New York, Pittsburgh & Chicago, G. W. Dixon, Superin- 
tendent. N 
Norfolk & Western, Joseph H. Sands, General Superin- 
tendent. 

Norfolk Southern, M. K. King, General Manager. 

Northeastern, of South Carolina, John F. Divine, Gen- 
eral Superintendent. 

Northern Central. (See Pennsylvania R. R.) 

Ohio Central, T. M. Peelar, Superintendent. 

Ohio River, Chas. Howard, General Superintendent. 

Oregon Railway & Navigation Co., C. H. Prescott, Man- 
ager. 

“Painesville & Youngstown, Raiph K. Paige, Receiver and 
Manager. : j 

Paw Paw and Toledo & South Haven, J. Ihling, Superin- 
tendent. 

Peachbottom, Benj. B. Newton, Superintendent. 

Pennsylvania Railroad, Chas. E. Pugh, General Manager. 

Pennsylvania Company, William A. Baldwin, Manager. 

Petersburg, R. M. Sully, General Superintendent. 

Philadelphia, Wilmington & Baltimore. (See Pennsyl- 
vania R. R.) ‘ 

Pittsburgh, Chartiers & Youghiogheny, Geo. 8. Griscom 
Vice-President and General Manager. 

Pittsburgh, Cincinnati & St. Louis, James McCrea, Man- 
ager. 

Peatiec, Oxford & Port Austin, James Houston, General 
Superintendent. 

Potomac, Fredericksburg & Piedmont, W. M. Grafton, 
Superintendent. : 

Richmond & Petersburg, J. K. Kenly, Superintendent. 

Richmond, Fredericksburg & Potomac, E. T. D. Myers, 
General Superintendent. ‘ 

Rio Grande & Pecos, James Witherspoon, Superintendent. 

Rogersville & Jefferson, Chas. M. Leuty, Superintendent. 

Rome, Watertown & Ogdensburg, H. M. Britton, General 
Manager. 

St. Helen, Houghton Lake & Western, Z. C. Jessop, Gen 
eral Manager. ' - 

St. Louis & Cairo, C. Hamilton, General Superintendent. 

St. Louis, Alton & Terre Haute, Geo. W. Parker, Vice- 
President and General Manager. 

Seaboard & Roanoke, E. G. Ghio, Superintendent Trans- 
portation. ‘ 

Shell Beach, M. R Spellman, General Superiutendent. 

Shenaudoah Valley, Joseph H. Sands, General Super- 
intendent. 

Shenango & Allegheny, J. T. Blair, General Manager. 

Sodus Bay & Southern. (See Northern Central.) 

Tennessee Coal & Iron, A. M. Shook, General Manager. 

Tioga, Raymond Du Puy, Superintendent and Engineer. 

Toledo, Ann Arbor & North Michigan, H. W. Ashley, Su- 
perintendent. 

Tuckerton, J. J. Pharo, Superintendent. 

Utah Central, George G. Bywater, Master Mechanic. 

Vandalia Line, Jos. Hill. General Superintendent. 

Warren & Farnsworth Valley, A. D. Wood, General Man- 


ger. 
Washington, Ohio & Western, 8S. M. Brophy, Superin- 
tendent. 
Waynesburg & Washington, C. E. Bower, Superintend- 
t 


ent. 

Western Maryland, J. M. Hood, General Manager. 

Western Railway of Alabama and Atlanta & West Point, 
Cecil Gabbett, General Manager. 

West Jersey. (See Pennsylvania R. R.) 

Williamsport & North Branch, Benj. G. Welch, General 
Manager. 

Wilmington & Northern, A. G. McCausland, Superintend- 
ent. 

Wilmington & Weidon and Wilmington, Columbia & 
Augusta, Jobn F. Divine, General Superintendent. 

Youghiogheny, Jobn F. Wolf, Superintendent. 
ROADS WHICH WILL ADOPT THE SYSTEM AT A LATER DATE. 

Ohio & Mississippi, W. W. Peabody, President and Gen- 
eral Manager. 


Rochester & Pittsburgh, J. T. Gardner, General Superin 
tendent. 


Texas Western, Henry Hatch, General Superintendent. 





ROADS AGREEING TO ADOPT THE MAIN FEATURES OF THE 
NEW SYSTEM. 

Beech Creek, Clearfield & Southwestern, A. G. Palmer, 
Superintendent. 

Boston, Revere Beach & Lynn, C. S. Hammond, Super- 
intendent. 

Brunswick & Western, H. S. Morse, General Manager. 

Burlington Cedar Rapids & Northern (will adopt entire 
system if connecting roads do likewise), C. J. Ives, Presi- 
dent and General na, 

Chicago & Eastern Illi 
intendent. 

Charleston & Savannah. (See Savannah, Florida & West- 


r. 
ois, O. 8S. Lyford, General Super- 


ern.) 

Connecticut River, J. Mulligan, Sugerintendent. 

East Tennessee, Virginia & Georgia, Henry Fink, Vice- 
President and Gen. Manager. 

Minneapolis & St. Louis, T. E. Clarke, Superintendent. 

New York, Ontario & Western, James E. Childs, General 
Superintendent. 

New York, West Shore & Buffalo (with slight modifica- 
tion of Hand and Lamp Signals), J. D. Layng, General Man- 
ager. 

Savannah, Florida & Western (except Stationary, Fixed 
and Torpedo Signals). H. 8. Haines, General Manager. 

Syracuse, Ontario & New York. (See New York, West 
Shore & Buffalo ) 

Wallkill Valley, Geo. H. Graves, Superintendent. 


ROADS THAT HAVE AGREED TO ADOPT THE NEW SYSTEM 
PROVIDED IT IS ADOPTED BY CONNECTING ROADS, 


Addison & Northern Pennsylvania, Frank M. Baker, Gen- 
eral Superintendent. 

Adirondack, C. E. Durkee, Superintendent. 

Atlantic & Pacific, F. W. Smith, General Superintend- 


ent. 

Austin & Northwestern, A. L. Rhomberg, Superintend- 
ent. 

Bangor & Piscataquis, Arthur Brown, Superintendent. 

Bangor & Portland, C. Miller, President and Manager. 

Bennington & Rutland, F. C. White, Superintendent. 
— Hoosac Tunnel & Western, H. L. Morrill, General 

anager. 

Bradford, Bordell & Kinzua and Bradford, Eldred & 
Cuba, B. C. Williams, General Manager. 

Catasauqua & Fogelsville, C. W. Chapman, Superintend- 
ent and Engineer. 

Cheshire, R. Stewart, General Manager. 

Chicago & Iowa, W. H. Holcomb, General Superintend- 
ent. 

Chicago & West Michigan, J. B. Mulliken, General Maua- 


ger. 
Chicago, Fairchild & Eau Claire, G. A. Foster, Secretary. 
Chicago, lowa & Dakota, John Porter, General Manager. 
Chicago, Rock Island & Pacific, A. Kimball, Vice-Presi- 
dent and General Superintendent. 
Cincinnati, Washington & Baltimore, J. H. Stewart, Gen- 
eral Manager. 
Cleveland & Marietta, M. D. Woodford, General Mana- 


ger. 

Des Moines & Fort Dodge, C. N. Gilmore, Superintendent. 

Detroit, Lansing & Northern, J. B. Mulli en, General 
Manager. 

Detroit, Mackinac & Marquette, D. McCool, General 
Superintendent. 

ureka Springs, Powell Clayton, Vice-President and 

General Manager. 

Fall Brook Coal Co.’s Railroads, A. H. Gorton, General 
Superintendent. 

Flint & Pere Marquette, Sanford Keeler, Su 

Fonda, Johnstown & Gloversville, Lawton 
intendent. 

Fort Wayne, Cincinnati & Louisville, W. W. Worthing- 
ton, General Superintendent. 

Fort Worth Denver City, C. L. Frost, General Super- 
intendent. 

Freehold & New York, Justus E. Ralph, Superintendent. 

Fulton County Narrow-Gauge, A. C. Atherton, Superin- 
tendent. 

Green Bay, Winona & St. Paul, Timothy Case, General 
Superintendent. 

annibal & St. Joseph, J. F. Barnard, General Manager. 

Illinois Central, E. T. Jeffery, General Superintendent. 

Indiana, Bloomington & Western, C. E. Henderson, Gen- 
eral Manager. 

Intercolonial, D. Pottinger, Chief Superintendent. 

Jacksonville Southeastern, E. S. Greenleaf, Superin- 
tendent. 

Kansas City, St. Joseph & Council Bluffs, J. F. Barnard, 
General Manager. 

Knox & Lincoln, C. A. Coombs, Superintendent. 

Lake Erie & Western, D. S. Hill, General Superintendent. 

Lake Shore & Michigan Sozthern, P. P. Wright, General 
Superintendent. 

Louisville, Evansville & St. Louis, C. A. Darlton, Super- 
intendent. 

Louisville, New Albany & Chicago, Theo. L. Dunn, Gen- 
eral Superintendent. , 

Louisville, New Albany & Corydon, St. John Boyle, 
President. 

Manitoba & Northwestern (except Bell-cord and Torpedo 
Signals), W. R. Baker, General Superintendent. 

Marquette, Houghton & Ontonagon, Samuel Schoch, Gen- 
eral Manager. 

McComb, Deshler & Toledo, W. F. Stark, Superintendent. 

Michigan Central (except Stationary and Fixed Signals), 
E. C. Brown, General Superintendent. 

Milwaukee & Northern and Wisconsin & Michigan, C. F. 
Dutton, General Superintendent. 
. Mobile & Ohio, G. Jordan, General Manager. 

Naugatuck, G. W. Beach, Superintendent. 

Newburg, Dutchess & Connecticut, C. L. Kimball, Sup- 
erintendent. 

Newport & Wickford, Theodore Warren, Superintendent. 
wna Greenwood Lake, Stephen Smith, Superin- 

ndent. 
New York, Pennsylvania & Ohio, J. M. Ferris, General 
Superintendent. 
ortheastern of Georgia, H. R. Bernard, Superintend- 


rintendent. 
aten, Super- 


ent. 
Northern Pacific, T. F. Oakes, Vice-Presidentand General 
Manager. 
Ohio Southern, C. E. Henderson, General Manager. 
Pensacola & Atlantic, W. D. Chipley, Vice-President and 
General Superintendent. 
Peoria & Pekin Union, T. B. Burnett, General Superin- 
tendent. 
Peoria, Decatur & Evansville, Geo. L. Bradbury, Genera 


Manager. 
Philadelphia & Atlantic City, F. 8. Urie, Superintendent. 
Pittsburgh & Lake Erie, Pittsburgh, McKeesport & Yough- 
iogheny, W. C. Quincy, General Manager. 
‘ ee & Worcester, W. E. Chamberlain, Superin- 
endent. 
_ Providence, Warren & Bristol, Waterman Stone, Super- 
intendent. 
Richmond & Alleghany, Decatur Axtell, Receiver and 
er. 





an. Island & Peoria, H. B. Sudlow, Assistant Superin- 
nden 
ae Falls & Buckfield, L. L. Lincoln, Superintend- 
ent. 
Sener Valley & St. Louis, N. W. Merrill, Suverintend- 
n 


ent. 

Shepaug, E. McNeill, Superintendent. 

Sioux City & Pacific, P. E. Hall, General Manager. 

Somerset, W. M. Ayer, Superintendent. 

South Florida, B. R. Swoope, Superintendent. 

are Central, James G. Kvapp, General Superintend- 
ent. 

Southern Pacific (Northern Division), A. C. Bassett, Gen- 
eral Superintendent. 

St. Joe & Desloge, T. T. Onderdonk, Superintendent. 

St. Joseph & Des Moines,.J. F. Barnard, Vice-President 
and General Manager. 

St. Lawrence & Ottawa, William Cassils, Receiver. 

St. Louis Coal Railroad, E. C. Dawes, General Manager. 
‘ > Louis, Fort Scott & Wichita, J. W. Miller, Vice-Presi- 

ent. 

St. Louis, Hannibal & Keokuk, E. C. Case, Receiver. 

St. Louis, Salem & Little Rock, E. B. Sankey, Superin- 
tendent. 

St. Martin’s & Upham, A. E. Killam, Manager. 

St. Paul, Minneapolis & Manitoba, E. B. Wakeman, As- 
sistant General Superintendent. 

Toledo, Cincinnati & St. Louis (Dayton and Southeastern 
divisions), C. E. Henderson, General Manager for Pur- 
cbasers. 

Ulster & Delaware, J. H. Jones, General Superintendent. 

Valley, J. E. Turk, General Superintendent. 

Virginia & Truckee, H. M. Yerrington, General Superin- 
tendent. 

Wabash, St. Louis & Pacific, K. H. Wade, Superintendent 
Transportation. ‘ 

Western Counties, J. Brignell, General Superintendent. 

Wheeling & Lake Erie, M, D. Wovdford, Receiver. 

White Water, W. W. Worthington, General fSuperin- 
tendent. 

Wisconsin Central, F. N. Finney, General Manager. 

Woodstock, J. G. Porter, Supermtendent. 


The statement, perhaps, would be incomplete without a 
list of the roads which voted entirely against the adoption 
of the report ; they were as follows : 


Boston & Albany, W. H. Barnes, General Superintendent. 

Boston & Maine, James T. Furber, General Superintendent. 

Central & Southwestern Railroads of Georgia, William 
Rogers, General Superintendent. 

Chesapeake, Ohio & Southwestern, John Echols, Vice- 
President. 

Cincinnati, New Orleans & Texas Pacific, R. Carroll, Gen- 
eral Superintendent. 

Columbus & Western, E. A. Flewellen, General Manager, 

Columbus, Hocking Valley & Toledo, G. R. Carr, General 
Superintendent. 

Delaware & Hudson Canal, H. G. Young, Assistant Gen- 
eral Manager. 

Fitchburg, John Adams, General Superintendent. 

Jacksonville, St. Augustine & Halifax River, W. L. Craw- 
ford, General Manager. 

Lehigh Valley, H. Stanley Goodwin, General Superin- 
tendent. 

Long Island, I. D. Barton, General Superintendent. 

Milwaukee, Lake Shore & Western, H. G. H. Reed, Gen- 
eral Superintendent. 

Missouri Pacific, H. M. Hoxie, Third Vice-President. 

Mobile & Girard, W. L. Clark, Superintendent. 

New York & New England, W. H. Turner, General Su- 
perintendent. 

New York City & Northern, F.S. Gannon, General Su- 
perintendent. 

New York, Lake Erie & Western, B. Thomas, General 
Superintendent. 

New York, New Haven & Hartford, 8. C. Davidson, Di- 
vision Superintendent. 

New York, Susquehanna & Western, C. D. McKelvey, Su- 
perintendent, 

Old Colony, J. R. Kendrick, General Manager. 

Pacific Coast, J. M. Fillmore, Manager. 

Perkiomen, D. B. Clack, Superintendent. 

Philadelphia & Reading, J. E. Wootten, General Manager. 

Savannah, Griffin & North Alabama, William Rogers, 
General Superintendent. 

Scioto Valley, George Skinner, Superintendent. 

State Line & Sullivan. L. O. Blight. Superintendent. 

Utica & Black River, E. A. Van Horne, General Superin- 
tendent. 

Western & Atlantic, R. A. Anderson, Superintendent. 

Worcester, Nashua & Rochester, C. 8. Turner, President 
and General Manager. 

These companies operate 15,035 miles of road, against 
57,423 miles worked by companies which have adopted the 
system either entirely or conditionally. 








Creeping of Rails. 


The Engineers’ Club held the first meetirg of the season last 
evening at Washington University, President Woodward in 
the chair. Mr. J. D. Sanders was elected a member of the 
club. The paper for the evening was read by Mr. J. B. 
Johnson, his subject being the “Creeping of Rails on the Sr. 
Louis Bridge.” Mr. Johnson said that on the St. Louis 
bridge proper the rails had been known to creep 260 ft. in 
one year, and on the bridge approach 400 ft. This creeping 
varied with the amount of traffic or with the weight carried 
over the rails. On the St. Louis Bridge the rails crept in the 
direction with traffic. These rails were supported from their 
base. The reason given by Mr. Johnson for the creeping 
was that the rail, being held fast on the extended ties, is 
caused to measure its length across the bridge on its extended 
flange whenever a heavy weight passing over it causes a 
wave in the rail. This wave has been known to raise the 
rail between the two trucks of a car 5¢ in., and the creeping 
has been measured and at times has amounted to 14 in. to % 
in. Ifthe rail is supported at a place above its neutral axis, 
the creeping will be opposite in direction to the traffic. This 
Mr. Johnson demonstrated satisfactorily with a circular 
track of hickory. There must be some intermediate point, 
Mr. Johnson argued, at which the rail would have no desire 
tocreep. The hour being late, discussiou of the subject was 
postponed to the next meeting of the club.—St. Louis Globe- 
Democrat, Oct, 23. 


Rapid Progress in a Tunnel. 


The progress in the west heading of Allegheny Mountain 
Tunnel, South Pennsylvania road, for week ending Frida 
noon, Oct. 17, was 74 ft. Size of heading, 9 ft. by 23 ft. 
Power, compressed air; pressure, 65 lbs.; machinery, 6 In- 
gersoll drills; best single cut, 9 ft. Material, bard black 
slate in beds of 12 to 30 in., which was easily bored and 
blasted. The roof was a smooth surface, rising 20 in. per 
100 ft., with grade which is 24 in. per 100 ft. Force, 12 
men with machines, and 18 laborers loading broken ma- 
terial into cars. Contractor is Charles McFadden; Chas. E. 
Webster, Resident Engineer. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early info~mation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 


in their management, particulars as to the business of |) 


railroads, and sugyestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uUMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage. 








NEW YORK GRAIN RECEIPTS IN SEPTEMBER. 


The grain and flour receipts at New York during 
September were much larger than in any other month of 
this year, but less than in the corresponding month of 
last year. The increase over August was equivalent to 
3,783,000 bushels (35 per cent.), and of the increase the 
railroads brought 1,498,000 bushels and the canal 
2,159,000, indicating that the railroads did not divert 
more traffic of this kind than usual from the canal. 
But even this exaggerates the effect of the competition 
of the railroads, because more than a third of their 
deliveries was flour, which the canal does not carry at 
all, and while the receipts of unground grain by water 
increased 2,250,000 bushels (48 per cent.) from August 
to September, those by the railroad increased but 
1,109,000 bushels (283 per cent.). Compared with last 
year, when the total receipts were greater, the result is 
very unfavorable to the railroads, they having brought 
1,678,000 more bushels (of grain alone) than in Sep- 
tember of last year, while the canal brought but 532,- 
000 bushels less. But as the flour receipts, which the 
railroads have to themselves, decreased largely com- 
pared with last year, the railroads carried a smaller 
proportion of the total of flour and grain, having 51.5 
per cent. of the whole this year, against 53.3 last year 
in September. 

Of grain alone the receipts by rail and by water (a 
trifle is brought by coasting vessels) in September for 
nine years have been : 





P.c. 
By water Total. by rail. 
. 6,950,438 11,908,534 = 41. 
¥ 7,482,600 14,314,221 bog ~ 
A 3,630,415 0,207,832 
7 5,361,243 13,057,958 58 3 
eee 3,992,410 10,902,35 14,894,946 26.8 
Co ere 5,887,144 10,396,003 15,983,147 36.8 
| SRR ey 041,056 9,990,5 16,031,557 37.7 
5g PRR Rcee - 3,678,857 7,409,025 11,087,882 33.2 
TN cccksnavanes 3,135,900 3,471,659 6,607 559 47.5 


The railroads hardly had an important proportion of 
the grain traffic until 1876, but the amount was smal] 
that year after harvest, because the crop was light, 
the canal movement in September having been ex- 
tremely light. In 1877, after a good harvest, the rail- 
roads carried a much smaller proportion of the whole, 
but a larger amount. After 1877 the receipts by rail 
became positively large, and remained so for five of 
the six years until this year, the exception being 1880. 
This year the rail receipts are 25 per cent. less than last 
year and smaller than in any other since 1877, except 
1880. The receipts by water were but 7 per cent. less 
than last year, and were 91 per cent. more than in 
1882, but Jess than in any year from 1877 to 1880, and 
36 per cent. less than in 1880. The proportion arriv- 
ing by rail was smaller this year than in any other 
since 1880, but larger than in any earlier year except 
1876. The total receipts were, with the exception of 
1882, the smallest since 1877. 

As to the competition of the several railroads with 





each other in carrying grain to New York, the im- 
portant change this year is due tothe entrance of the 
new West Shore railroad, and in comparison with 
years previous to 1883 the Lackawanna has introduced 
a new factor. Thus, of the rail receipts of grain and 
flour in September, tbe railroads other than the New 
York Central, the Erie and the Pennsylvania had never 
carried so much as 35,000 bushels, or 4 per cent. of the 
whole. But last year the addition of the Lackawanna 
swelled this amount to 395,770 bushels and 6.7 per cent. 
of the rail receipts, and this year, with the West Shore 
in the field, the amount carried by other roads than the 
old trunk lines has grown to 1,397,214 bushels and 18.6 
per cent. of the whole. This leaves a smaller amount re- 
ceived by the three old roads than in any other year 
since 1877, except 1880. The effect of the introduction 
of the two new lines will be shown more exactly by the 
following statement of the receipts by each railroad in 
September in each of the last three years (grain and 
flour): 








1884. 1883. 1882. 
4 eee 2,802,627 4,241,167 
Brie. .......seeeeeeeeeee eens » 2,139,653 3,927,942 2.602.441 
PNR ion. 4 skin Nathan oes 1,473,750 1,587,148 1,850,993 
WN ROB isis ond nenst nas 6,118,924 8,317,717 8,694,601 
nie nss6ecak soe ve 545.628 OS. eae 
CET DOMME cies eke cca. cae’ 851,586 33,586 19,414 
OUR Se i soa wiiwersecene 7,516,138 8,913,487 8,714,015 


Last year the Erie had an exceptionally and artifi- 
cially large proportion of the business—September be- 
ing one of the months when it made more than a mil- 
lion of net earnings—and the New York Central’s pro- 
portion was unusually small (33.2 per cent. of the 
whole by the three old lines, against about 59 per cent. 
in most previous years). This year the latter has 
largely increased its proportion of the receipts by the 
three old lines (to 41 per cent,), but in amount they re- 
main smaller than in any other year in the table—less 
even than in 1876 and 1877. The Erie’s proportion is 
larger than in any other year except last year, yet the 
amount is less than in any other year since 1877. The 
Pennsylvania alone seems unaffected by the opening 
of the new lines to Buffalo, having brought to New 
York a larger proportion of the whole than in any 
other year except 1882. In explanation of this it 
should be noted that it carries comparatively little 
grain to New York, but a great deal of flour. 

The West Shore brought much more grain to New 
York in September than inary other month except 
June. The reports do not separate them from those by 
‘* other roads,” but the latter are always trifling, and 
were less than 35,000 bushels last year, when they were 
largest, so that we may safely say that as much as 
810,000 bushels were brought by the West Shore last 
September, and 11 per cent. of the rail grain. The 
Lackawanna brought nearly the same amount as last 
year (545,628 bushels), and 1 per cent. more of the total, 
buta third lessthan the West Shore, which apparently 
had more effective arrangements for securing traffic 
than previously. 

That these two railroads should so early be able to 
secure 18.6 per cent. of the total rail shipments of grain 
and flour to New York, shows that they must have 
considerable effect on the traffic of the old trunk lines 
to Buffalo. This, however, is the east-bound traffic 
which can most easily be secured. A railroad to 
Buffalo is not dependent for it on the railroads west 
of Buffalo, but can get it from lake vessels in spite of 
the opposition of all the railroads. 
than the proportion of the New York shipments of 
through freight to the West which has been awarded 
to these railroads in the pool. It is also very much 
less important. Even at full rates,the total rail 
receipts of grain and flour at New York, in Sep- 
tember, cannot have yielded much more than 
$400,000 of gross earnings to the trunk lines east of 
Buffalo and Pittsburgh, and about $480,000 last year, 
which is not more than 5 per cent. of their total earn- 
ings in a fairly good September. The most that any 
one of them ever received from this traffic in Septem- 
ber was probably less than $250,000. To lose one- 
half of this, even, is not a tremendous loss. But the 
figures are important because they give some indica- 
tion of the generai course of traffic, and of the success 
of the new lines in obtaining a share of it. 

The percentage of the total rail receipts of flour and 
grain at New York in September brought by each of 
the railroads has been as follows for the last nine 


years 

Year. N. Y. Cen. Erie. Penna. Lack. Other roads. 
pat ar ar 33.3 285 19.6 7.3 11.3 
Eee 31.4 441 17.8 6.3 0.4 
MRCGsesde cates 48.7 29.9 2.2 “4. 0.2 
ee 49.5 32.2 18.2 0.1 
err S 47.6 39.6 12.6 0.2 
oo, ar 52.8 34.0 13.0 0.2 
SR ca > caerasnes 50.9 21.9... 22.9 0.2 
RSE 51.6 34.4 13.7 6.3 
PTS auisauenvcene 59.5 25.9 14.2 0.3 


Thus the New York Central, which malty has had 
about half of the traffic, this year had but one-third of 
it; the difference between it and the Erie is less than 


It remains less}. 





it used to be, but the latter’s share is the smallest since 
1876. The Pennsylvania, on the other hand, hada 
larger proportion of the whole than before since 
1876, except in 1882, 








Chicago Shipments Eastward. 


The Chicago through shipments eastward, includ- 
ing all freight covered by the pool— that is, all 
freight (except live-stock) going as far east as the 
western termini of the trunk lines, at Buffalo, 
Pittsburgh, etc., including that billed at Chicago or 
coming to the roads east of Chicago either in that 
city (this year) at the various junction points near 
Chicago—during the month of September, for six 
successive years have been : 


1879. 1880. 1881. 1882. 1883. 1884 
134,141 151,464 265,414 153,234 194,12¢ 166, 729 


The shipments this year were thus 14 per cent. less 
than last year, but more than in any other year except 
during the railroad war of 1881. It should be remem- 
bered, however, that until this year the shipments of 
the junction points outside of Chicago were not in- 
cluded, and that these are an important part of the 
whole, especially from Joliet and Matteson, where the 
Blue Line freight of the Chicago & Alton and the Il- 
linois Central is turned over to the Michigan Central. 
Is this had been included in previous years, it is doubt. 
ful if there is any of them except 1879 that would 
show smaller shipments than this year. 

So far as the rates are concerned, shipments were 
stimulated this year during the last ten days of the 
month by reductions from 25 to 20 and 15 cents, 
made irregularly, and applying to the larger part of 
the shipments only fora few days, probably. But 
there were also irregularities in the rates last year, 
which extended throughout the month and probably 
affected a much larger part of the month’s business 
than the cut rates of this year, though the cuts were 
not so great and probably not so generally made as 
for a few days this year. All the roads carrying 
from Chicago were carrying last year also in Septem- 
ber, but two of them have been opened since 1882. The 
two new roads carried 16 per cent. of the total 
shipments this year, so that the six old 
ones carried but 140,053 tons this year, which, not 
allowing for the shipments from junction points not 
heretofore reported, is a smaller amount than they 
have had before in September since 1879, which was 
before the Chicago & Grand Trunk was opened. The 
earnings from the traffic this year by the roads at the 
Chicago end were about $400,000, less any irregular 
rebates that may have been made, and the largest 
amount earned by any one railroad at that end was 
not more than 95,000, this being subject to the appor- 
tionment, in accordance with which the roads that 
carry more than their share of the whole will hare to 
pay over the gross earnings from it to those which 
carry less. What the several shares will be is not yet 
determined, and Judge Cooley, to whose arbitration 
the question has been left, is in New York this week 
to examine the arguments and statistics preparatory 
to making the award. 

Since the advance from the 15-cent rate, at which 
shipments were made from the end of March to the 
end of June, the shipments have been lighter than 
usual this year, as follows: 
1879. 1880. 1881. 
145,788 160,187 259,253 
August.... 162,263 169,314 260,608 
Sepiember 134,141 151,464 265,414 
Three mos.442,192 480,965 785,275 386,514 499,053 466,479 

Thus the shipments of these three months were 614 
per cent. less than last year, without considering the 
shipments from junction points, 21 per cent. more 
than in 1882, when the failure of the corn crop of the 
year before greatly reduced shipments, 40 per cent. 
less than in 1881, when the rail rates were only from 

1244 to 15 cents per 100, 3 per cent. less than in 1880, 
hat the rate was 30 cents and well maintained, and 
5 per cent. more than in 1879, when the rates were 
very low in July, were restored in August, and were 30 
cents through September. 

Considering the greater number of railroads among 
which the traffic is divided, the inclusion of the ship- 
ments of junction points in the total this year for the 
first time, and the lowness of the rate, which even when 
maintained was less this year than in any previous to 
1881 (the same as in 1882 and 1883), the Chicago busi- 
ness probably yielded less gross eagnings to any of the 
railroads carrying it than in any other year of the six 
except 1882, and less net than in any other except 1881 
and 1832, and possibly 1883. 

In 1879 and 1880, shipments were much letger in 
October than in September, in the other years, about 
thesame. This year the shipments were stimulated 
by low rates during the first week or so, but have been 
less than last year since. Freight is accumulating at Chi- 
cago, however, by receipts of wheat in excess of ship- 


1882. 

95,039 
138,241 
153,234 


1883. 
138,656 
166,271 
194,124 


1884. 
152,828 
146,922 
166,729 
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ments, and though there has within a week been a large 
advance in lake rates, there is now not time enough 
for large lake shipments. The conditions are such as to 
make possible a very heavy winter movement, but 
whether it will be larger or not depends largely on 
the price of wheat and the disposition of grain mer- 
chants and speculators. A very large corn movement 
is almost certain, because the corn is needed for con- 
sumption. But the world can do without our wheat 
until after next harvest, and if the arrangement of 
speculators favor it, the Northwestern surplus may be 
held until the lakes open in the spring, and the winter 
shipments be confined chiefly to the supply of the 
East, which requires a great deal, and the flour, which 
we are manufacturing in larger quantities than ever 
before and exporting much more freely than wheat. 








The Color of Safety Signals. 


Referring to the letter from ‘‘N. E.” on the color 
of safety signals, which we print in this number of 
the Railroad Gazette, and to one from Mr. J. E. 
Ralph, and to our editorial in the number for 
Oct. 17, we do not yet perceive that we are in ac- 
cord, although ‘‘N. E.” professes to discover an 
agreement. We are united, certainly, in our purpose, 
which is to discover what is the best safety signal to 
be used at night. 

The experience of England, France and of the 
United States, on those lines where the fastest trains 
are run, and upon those most extensively fitted with 
signals, has led to their adoption of the white un- 
colored lens, placed high, shining bright and as far as 
possible. This, of course, does not close the debate 
entirely, although it does show the conclusion arrived 
at when the question has been raised before; for it is 
not a new proposition to use a white translucent 
globe as a signal. 

When a train is running at from fifty to sixty miles 
an hour, if there is any information to be communi- 
cated to the locomotive runner, it should be done at 
the earliest practicable moment, in the surest way pos- 
sible; hence the great importance of advancing the 
danger signal towards him, and of making it as con- 
spicuous as possible. If he is to be influenced by the 
safety signal, he should certainly be able to see it from 
as great a distance as he does the danger signal ; in 
point of fact, however, the safety signal does not 
govern the engineer of a fast train ; he must and does 
run upon the confident expectation that if everything 
is not right, a danger signal will be shown. The 
safety signal is a comfort to him, it shows that those 
upon whom he must rely have attended to their 
duty, it cheers him on as by a fresh injection of con- 
fidence; and it would seem best to give him 
jts reassuring light from as great a distance 
as may be. When so assured, he can take a moment 
to look after the working of his machine. Inciden- 
tally, the safety signal shows the engineman where 
the danger signal should appear, if all were not right, 
and it serves to fix his exact position in space upon a 
dark night; yet he would not be regarded as a strictly 
truthful person who should assert that he would cer- 
tainly remark the absence of any one of the multitude 
of safety (or clear) signals, which he is accustomed to 
pass at full speed, on a road which is thoroughly 
equipped with signals. He would, of course, notice at 
once the absence of a light, if missing at an isolated 
place, and he ought to be required to stop in such a 
case, as if a danger signal had been shown; but, in 
order that he may miss its accustomed gleam, it should 
be bright and conspicuous. 

There have been eminent railroad men who main- 
tained the doctrine that no such thing as a safety sig- 
nal should exist ; that the only signal should mean 
danger; the absence of signals should indicate safety; 
and this system has worked very well on roads with 
small traffic without complicated junctions or great 
yards. On such roads the ‘‘dim, religious light” 
which Mr. Ralph advocates would do perfectly well. 

As to the green light, it is now used in switch lamps 
on several roads to indicate safety ; but in a very ex- 
tensive system of signaling it is too valuable for other 
indications to be spared for this, which, we think, is 
perhaps the least important signal; yet, if to be given 
at all, should be seen afar off, else it is comparatively 
useless. 

By the use of lenses and by placing them in con- 
spicuous positions, the clear signals can almost always 
be distinguished from white lanterns or from other 
_ common lights. 

As to signals carried by engines, they should have a 
defined position from which no variation ought to be 
permitted. This is easily arranged for, and would 
seem to admit of no confusion. As the locomotive of 
a fast train passes very rapidly, the brighter signal 
would seem to possess advantages over the dim one, 
even upon engines, 





Sunday Trains in Massachusetts. 


One of the matters which have lately been pressed 
upon the attention of the Massacbusetts Railroad Com- 
missioners is the question of Sunday trains. The Massa- 
chusetts law in relation to the observance of Sunday 
prohibits all business or labor on the ‘‘ Lord’s Day” 
except ‘‘works of necessity and charity” and all travel 
“except from necessity or charity.” Thestatute has 
come down from the past, but the Puritanical obser- 
vance of Sunday has passed out of fashion except in 
some of the small country towns, though generally it 
is rationally and quietly observed. In the matter of 
transportation of passengers in the large cities, the 
horse-cars are run as much and in the summer even 
more than on week days, and more or less suburban 
trains are run on all the railroads to and from Boston. 
Through trains between Boston and important centres 
in other states have also been run for years. All this 
was in violation of law, but public opinion sustained 
the violation rather than the law, 

Two or three years ago, in view of this change of 
public opinion, an attempt was made to repeal or 
modify the law, in order that what almost everybody 
approved might be done without incurring the penal- 
ties attached to the offense, especially so far as travel 
and passenger transportation were concerned. The 
state owned the Troy & Greenfield Railroad, and it 
was desirable that this line to the West should be able 
to compete with other lines, but it was not desirable 
that the state should participate in a violation of its 
own laws. 

The members of the Legislature, however, were not 
ready to ignore the traditions of the Puritan Common- 
wealth by a repeal or essential modification of its 
Sunday law, and they therefore resorted to a compro- 
mise. Possibly they wished to escape the odium which 
might attach to the permission of Sunday trains, and 
they shifted the responsibility to the Railroad Com- 
missioners. They accordingly passed a law that ‘‘ the 
Board of Railroad Commissioners may authorize the 
running, upon any railroad, of such through trains on 
the Lord’s Day as, in the opinion of the Board, the 
public necessity and convenience may require, having 
regard to the due observance of the day.” 

Under this law the Railroad Commissioners have 
heretofore authorized the running of several through 
trains over the Hoosac Tunnel Line, notably the Boston 
Herald train to Saratoga during two months of the sum. 
mers eason. And now arrangements having been made 
for running trains over this line between Boston and 
St. Louis, the railroad companies composing the line 
in this state have asked for authority to run one such 
train each way on Sunday. The managers of their 
Western connections say that unless the trains can be 
run daily they will be of no use, and that it would be 
absurd if a train starting from St. Louis for Boston on 
Friday is to be stopped at the Massachusets state line 
on Sunday. But some of the good people of Greenfield 
remonstrated against this desecration of the Sabbath, as 
they termed it, and the Railroad Commissioners recently 
gave a hearing at that place on the petition, when con. 
siderable testimony pro and con. was offered. The de- 
cision of the Board was reserved, the remonstrants 
desiring the privilege in the meantime to present 
further remonstrances, The advocates of the train 
also took the opportunity to circulate petitions, and 


the result was that something less than two thousand | ° 


men and women, some living on the line and other re- 
mote from it, signed the remonstrances, and upwards 
of four thousand voters in towns along the line peti- 
tioned for the trains. Thus the matter stands, tem- 
porary permission having been give meanwhile for the 
running of the trains. 

At Springfield there was recently an anti-Sunday- 
train movement of a different kind. A large number 
of petitioners asked that the Sunday freight trains on 
the Boston & Albany Railroad be discontinued. The 
matter was brought before the Railroad Commis- 
sioners, and a hearing was given by the Chairman. 
The movement was ostensibly in the interest of the 
employés, and at the hearmg a number of past 
employés stated that they had left the road on account 
of Sunday work; but on the part of the railroad com- 
pany it was stated that no employé was required to 
work on Sunday, and that no one was dis- 
charged for refusing to work on that day. It 
was also stated that only trains with live stock 
and perishable freight were run east, and chiefly 
trains of empty cars west, a comparatively small 
number altogether. The objection was made by the 
petitioners to the Sunday through passenger trains, and 
not so much stress was laid on the disturbance caused 
by the movement of trains as on the infringement on 
the rights of the employés toa day of rest. It is evi- 
dent, however, that out of the large number of em- 





ployés of the Boston & Albany Railroad there would 
always be a sufficient number perfectly willing to ! 


operate the Sunday trains for the sake of the additional 
day’s pay. So far as this petition is concerned, there- 
fore, the question seems to be resolved into this: If no 
one is compelled to work by fear of a discharge, shall 
the law be invoked to enforce a day of rest for. those 
who are willing and desire to work? And that raises 
the general question of the wisdom of Sunday laws, 
which we do not propose to discuss. 

But, however much objection there may be to the 
prohibition of Sunday trains by law, it is certainly de- 
sirable, for the sake of the employés, that the number 
should be limited as much as possible. Entirely apart 
from considerations of religion, the men are the bet- 
ter for a regular day of rest which comes when other 
people also have a day of rest. Further, in a commu- 
nity where Sunday work is considered sinful by many 
or most people, the man who works on that 
day, however firmly he may believe the work to be 
proper, must feel that he is offending the moral sense 
of many good people in the community, whose respect 
he should desire and is the better for desiring. Men 
usually need all the influences that it is possible to 
secure to make them upright and devoted to duty, in- 
cluding the sympathy and support of their fellows; 
and they should not lightly do even indifferent things 
which expose them to the condemnation of good men. 








One of the two remaining important gravity rail- 
roads in the United States, that of the Pennsylvania 
Coal Company, extending from the Lackawaxen- 
Hawley line (owned by the same company but leased 
to the Erie) and the Delaware & Hudson Canal at 
Hawley over the mountain to the mines about Pitts- 
ton, a distance of 47 miles, is likely soon to be aban- 
doned to make room for a locomotive railroad, the 
Erie & Wyoming, which has just been built in 
the interest of the coal company and the Erie, be- 
tween the same places, but over a different route. 
The gravity railroad bas served to carry the heavy 
eastward shipments of the coal company to the Erie, 
but as it is of 4ft. 3in. gauge, a transfer was necessary 
at Hawley, while now the locomotives will take the 
coal trains directly from the mines about Pittston to 
Newburg or other market or shipping point. But 
the avoidance of the transfer is not the only 
advantage secured by the new road. Westward ship- 
ments of anthracite over the Erie are received by it at 
Carbondale, on the Jefferson Branch, exten:iling from 
the main line at Jefferson Junction nearly due south 
34 miles and over independent railroads 10 to 20 miles 
further. These shipments westward can be made most 
advantageously in box cars which would otherwise go 
west empty. To get these cars to the mines it has« 
been necessary to take them empty from New York; 
northwest to Jefferson Junction 188 miles, and then 
south 40 miles or more, partly over the tracks 
of roads not interested in moving them promptly. 
By the new road the detour will be saved, for the dis» 
tance by way of it and the Carbondale Branch to 
Jefferson Junction is about the same as by the main 
line, so that 80 miles and more of the hauling of empty 
cars will be saved, the Erie & Wyoming and the Car- 
bondale Branch, with a few miles of intervening rail- 
road owned by other companies, forming a loop with 
the main line between Lackawaxen and Jefferson 
Junction. 
Some idea of the importance of the traffic to be 
handled may be guined from the coal shipments of the 
Pennsylvania Coal Company, which for six years 
have been, in tons: 

1878. 1879. 1880. 1881. 1882. 1883. 
989,525 1,.46,210 1,124,264 1,610,326 1,628,329 1,788,027 

All the east-bound shipments will pass over the new 
railroad and the Erie, but the west-bound shipments 
will use little or no part of the new road. Besides the 
shipments of this company, the Erie itself has a con- 
siderable anthracite property near this road, and it 
carries the westward shipments of the Delaware & 
Hudson Canal Co., for which the new road offers ad- 
vantages. 

The Pennsylvania Coal Company’s Railroad is, we 
believe, not a common carrier. At least its earnings 
and expenses are not reported separately from those of 
the coal mines, and its earnings from freight other 
than coal were but $33,774 ($719 per mile) last year. 
It has 3,200 coal cars, but only 60 other freight cars, 
and 11 passengers cars. 

The gravity railroad of the Delaware & Hudson 
Canal Company is but a few miles north of the one 
just described. It also isof 4 ft. 3 in. gauge, and is 28 
miles long from Honesdale (9 miles northwest of Haw- 
ley) to Oliphant (about as far southwest of Carbon- 
dale). This company shipped 846,760 tons of coal west 
over the Erie last year. It can deliver this coal near 
Carbondale by its own railroad, but the Erie’s new 
line serves as well for getting its empty box cars there 
as for other westward coal shipments. Substan- 
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tially the new road gives the Erie a line directly 
through the anthracite country, which heretofore was 
reached only by branches. 








A letter to the London Times condemns the practice 
in England, only recently common, of making political 
speeches from the cars of the train on which the orator 
is traveling, or from the platforms of stations where 
the train halts fora moment. The writer says: ‘“The 
derangement of the ordinary traffic, the delays on 
main lines and the dislocation of branch line services, 
and the liability to personal accidents, owing to the 
invasion of railway platforms by crowds of excited 
partisans, constitute a great and growing evil, which 
directors of railways should sternly discountenance, 
no matter which party the traveling orators may 
represent.” 

As the Walrus said in ‘‘ Alice in Wonderland,” ‘‘ We 
deeply sympathize”; but are sorry that we cannot 
point out to our English cousins any effectual remedy 
for this sort of thing. In this country we have got 
beyond such tutile moves as begging boards of directors 
to charge for the haulage of private cars. Unfortu- 
nately, our more heroic remedies have proved utterly 
useless. The candidate is treated to a good collision, 
some cars are smashed, some legs and arms are broken, 
and a fireman suffers from a bad black eye ;—but the 
candidate merely says ‘‘ Rather a sudden stop,” and 
delivers seventeen orations from the rear platform 
nextday. A run-off on an embankment is even more 
unsuccessful; the candidate appears to be made of 
rubber. Then the shaking-hands-when-the-train-is- 
moving-off is tried, but hitherto the results have been 
disappointing. No one has been killed as yet, or 
even has lost a limb—or a tongue. The inventive 
genius of the country is utterly baffled, and every other 
car platform has its orator. 








Thirteen more railroads report their September earn- 
ings this week, including some of the most important 
ones. All but three, and these very small ones, show 
a decrease in earnings. That of the Pennsylvania is 
only 3.8 per cent., and this from a very large month’s 
earnings lust year; the Northern Central, however, 
lost 12.7 per cent., the Reading 13.7, the East- 
ern 0.6 per cent. The West Jersey made the very 
large gain of 18.4 per cent. Further west the 
Ohio & Mississippi lost 20.3 per cent. In 
the South there are decreases of 6 per cent. on the Nor- 
folk & Western, 6} 0n the East Tennessee, 11 on the 
Shenandoah Valley, 174, on the South Carolina, and 
17% on the Gulf, Colorado & Santa Fe. Two bad 
cotton crops in succession are having the natural effect 
on the earnings of Southern railroads. 








September Accidents. 


Our record of train accidents in September, which will be 
found on another page, gives brief accounts of 46 collisions, 
50 derailments and 4 other accidents; 100 accidents in all, 
in which 21 persons were killed and 174 injured. The num- 
ber of accidents was greater than in August, and indeed 
greater than that recorded in any month since February. 

As compared with September, 1884, there was a decrease 
of 58 accidents, of 23 in the number killed, and of 9 in that 
of persons injured. 

These accidents may be classed as to their nature and 
causes as follows: 

COLLISIONS. 

Rear 





Broken rail 
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Six collisions were caused by trains breaking in two ; 
three by mistakes in orders or failure to obey them ; two by 
carelessness in putting trains on sidings ; two by failure to 
use signals properly, one each by fog, by cars blown out of 
a siding, by the wreck of a preceding train, by the breaking 
of a locomotive throttle valve and by a misplaced switch. 

A general classification of these accidents may be made as 
follows: 


Collisions. Desetnenie. Other. } 

Defects of road . ......... P _ bre 9 
Defects of equipment.. ... "7 3 4 15 
Ni mee in rating.... 36 10 - 46 
Unforeseen ns... 3 9 3 15 
Maliciously caused.... .... A 1 “e i 
Unexplained....... Assadoess + 16 a 16 
A ey oh 46 50 4 100 
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Negligence in operating was the chief general cause, no 
less tban 46 per cent. of all the accidents coming under that 
head. Defects of equipment and unforeseen obstructions 
come next, each furnishing 15 per cent. of the total. 

A division according to classes of trains and accidents is 
as follows: 


Accidents; Collisions. Derailments. Other. Total. 
To passenger trains....... 6 21 1 f 
To a pass. and a freight.. 14 =< Lt 
To freight trains.......... 26 29 3 58 

ibn, eh eke! 46 50 4 ~=100 


This shows accidents to a total of 146 trains, of which 48, 
or 33 per cent., were passenger traits, and 98, or 67 per 
cent., were freight trains. As has often before been noted, 
this shows more than the true proportion of accidents to 
passenger trains, as itis the freight-train accidents which 
are most likely to escape record and notice, 

Of the total number of accidents 55 are recorded as hap- 
pening in daylight and 45 at night. It might be supposed 
that accidents were more likely to happen in darkness, but 
this does not appear to be the rule by any means. 

The persons killed and injured were as follows : 

--Killed. 








\-—-- Injured. -- — 


ployés. Omer. Lae ploy és. Omar. Total. 
In coliisions. 92 
In derailments.... 10 i it 19 = 81 
In other accidents. ‘ 1 1 1 +e 1 
Total............ 18 3 2 49 125 «174 
Employés thus formed 86 per cent. of the killed, 28 per 


cent. of the injured and 341 per cent. of the whole number 
of casualties. This is a smaller proportion than usual, and 
is due to the injury of a considerable number of passengers 
in a few accidents. 

Persons were killed in 6 collisions, 10 derailments and 1 
other accident, and injuries, but not death, were caused by 
20 collisions, 10 derailments and 1 other accident. In all, 17 
accidents caused the death of one or more persons, while 31 
others caused injuries, but not death, leaving 52, or 52 per 
cent. of the whole number, in which there was no personal 
injury serious enough for record. 

The month presents no unusual feature except in the 
number of collisions, that class of accidents forming a higher 
proportion of the total pumber of accidents than for several 
months past. This may have been due to heavier traffic in 
part, but it was probably due in part also to the absence of 
derailments caused by the weather. The month was an un- 
usually dry one in nearly all parts of the country, and there 
are hardly any wash-outs and similar accidents recorded. 
Only two accidents, a very small number, are attributed to 
spreading of rails, and the broken bridges als» numbered 
two only. 

Misplaced switches appear as the cause of 9 accidents, 
8 derailments, but only 1 collision being charged to 
that particular form of curelessness. Two accidents re- 
sulted from open draw-bridges; in one of these cases the 
bridge was supplied with interlocking signals of the most 
approved kind, and the only possible explanation appears 
to be that the engineer failed to see them; that he should 
deliberately disregard them does not appear possible. 

The number of broken axles is large for a month of warm 
weather, and again suggests the probable overloading of 
cars. There was, however, but one broken wheel and no 
broken trucks. 

Inventors of car-couplers may note that 7 accidents, 
6 collisions, and 1 derailment are charged to broken 
couplings and may draw the conclusion that theif services 
are needed, not only to supply an automatic coupler, but 
also to provide one which shall prevent the breaking of 
trains. Master car-builders might also draw the conclusion 
that consolidation engines and 20-ton cars make better or 
heavier draw-gear necessary to secure the safety of trains on 
their roads. 

A somewhat unusual accident was the explosion of an oil 
tank car while the train was in motion. The explanation 
given for this was a slight leakage, making a pool of oil 
which was fired by a spark from the engine, but this does 
not explain how the fire could have communicated with the 
interior of the tank. 

For the first time for several months no boiler explosion 
is recorded. Two cases of cars burned while running ap- 
pear, both in the South, where the carrying of cotton on flat 
cars gives opportunities for this kind of accident. There 
was one malicious derailment, caused by obstructions placed 
on the track. 

For the year ending with September the record is as 
follows : 





Accidents. Killed. Injured. 

a okt Bont wicktink sacdcsbacnel 17 43 234 
DE, ccucdecsevesesdcebed cs eamnt 122 34 235 
I. | Sac cqebistehcanhsl onbeshann 112 32 iia 
LES sdenvaderenswactideabnanekeesn 147 56 240 
MEE, Sedosl binlg ahs ches ceancda > ahaa 110 22 150 
Cas cilsen wodenetis (heabagremas ake 15 26 112 
MNBL o esses 88 19 188 
RT ERA aS FER RS 78 32 150 
dh) Ciawalibund teaunswte eee chen eas 71 40 103 
RNA hiss e oon Bh ow oseuths sanids anes 89 25 142 
Re ec aela soos cee he Raae 5 eee ae’ 89 38 112 
SEO nccoss 0 edewckscednas babies 100 2 174 
0 Spe ne ee a . 1,295 388 1,933 
Total, same months, 1882-83.. 1,641 476 1,801 
1881-82. 1,332 285 1,467 

1880- 81.. aensenia te 1,481 435 1,691 


The yearly average for the four years was 1,437 accidents 
21 killed and 1,723 injured. L-st year was below the 

average, except in ‘the number injured, which has been large 
in nearly every month of the year. 

The averages per month for the year were 108 accidents, 
32 killed and 161 injured, September being below these 
averages except in the number injured. 

The averages per day for the month were 3.33 accidents, 
0.70 killed and 5.80 injured; for the year, they were 3.53 
accidents, 1.06 killed and 5.28 injured. 
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The average casualties per accident were, for September. 
0.210 killed and 1.740 injured; for the year, 0.301 killed 
and 1,495 injured, the month having less than the year’s 
average of killed, but more of injured. 








AE NAR co Railroad Earnings in September. 


The gross earnings of the Pennsylvania Railroad east of 
Pittsburgh and Erie last September were larger than in 
avy other month of the year except August, and there has 
been for five years on this road a decrease from August to 
September, amounting to the following sums : 

1880. 1881. 1882. 1883 884. 
$75,812 $74,972 $253,576 $140,381 $139, 023 

The decrease does not indicate any unusual change in the 
course of earnings this year. 

In comparison with last year, there was a decrease of 
$176,127 (3.8 per cent.) in gross earnings, bufi the decrease 
in working expenses was four-fifths of this amount, leaving 
the decrease in net earnings only $34,970 (1.8 per cent.), 
which is not an astonishingly favorable result in view of 
the general condition of traffic. 

For twelve successive years the gross and net earnings 
and expenses of these lines in the month of September have 
been : 


Pennsylvania Railroad Earnings and Expenses in September. 





Gross Net 

Year earnings. Experses. earnings 
1873 hie 039, 196 $2. 195,096 

Dp hwitnes baceess! cuenases 228 2,039,810 

Das. idenwntie-<uaads SARs 1.057 1,807,504 i 
1876 3,869,994 1,649.320 2,220. 674 
err 3,006,408 1,471,691 1,534,717 
Ss 0'6> ad b065ns0500605n0> 2,858,646 1,456,451 1,402,195 
PE, cee bbnecenecteebsvsanse 3.336.529 1,745,591 1,590,638 
NG ceckthe oe onsndedows 3,647,543 2,172,634 1,474,909 
Bh shavcscenues . 3.735.006 5) -271,829 1,463,177 
Res ccpaneccsionsdencvecevic 4,417,602 2683 17 1,734,426 
1883. . 4,634,999 2,712,635 1,922,364 
Mian d.) veces! Seacaes 4,458,871 2,571,557 1,887,314 


Thus the gross earnings were larger this year than in any 
other except last year, the working expenses larger than in 
any except 1882 and 1883, and the net earnings larger than 
in any except last year and 1876, in which latter year came 
the heavy Centennial travel. 

While there was this favorable result on the Eastern 
system, the lines west of Pittsburgh and Erie do not com- 
pare well with previous years, though they did better than 
in any other month of this year. The surplus earned by 
these lines in September over all liabilities for six succes- 
sive years has been: 

1879. 1880. 1881. 1882. 1883. 
$345,688 $222,018 $214,113 $445,870 $321,789 

For the nine months ending with September the gross and 
net earnings and working expenses of the lines east of Pitts- 
burgh and Erie for eight successive years have been: 
Pennsylvania Railroad Earnings and Expenses for Nine Months. 


1884. 
$52,845 


Gross Net 

Year earpings Expenses. earnings. 
BIG seins. veces ccccccecee OOOO $14,088,741 $7,917,015 
Rr Tree 22,819,918 13,534,111 9,285,807 
aren 24,516,214 14,823,166 9,693,108 
PEA TC 30,253,617 17,827,312 12,426 305 
78,246 19,482,436 13.395,810 

887,786 22,283,280 13,604,506 





38,587,780 23,816,264 14,076,552 
36,398,108 22°855 7,843 13,542,265 
Compared with last year the decreases for the nine months 

are : 
Gross earnings. Expenses. Net earnings. 
..$1,494,808 $960,521 $584,287 
3.9 4.0 3.8 

The gross earnings and expenses this year were exceeded 
only in 1883; the net earnings in 1882 also. 

The result of the working of the lines west of Pittsburgh 
and Erie for the nine months bas been the following surplus 
over all liabilities for interest rental, etc., for six years past: 

1879. 1880. 1881. 1882. 1883. 1884. 


icit. 
$108,834 $2,096,565 $2,268,783 $1,067,772 


Amount 
Per cent 


Defi 
$894,318 $649,523 
Thus the decrease in the profits of this system since last 
year has been $1,543,841, which is nearly three times as 
great as the decrease in the net earnings of the eastern 
system. Adding the surplus and subtracting the deficit of 
the western lines, to and from the net earnings of the east- 
ern lines, we have as the profits of the Pennsylvania Railroad 
Company for the nine months : 


cc Ene SS eee © 90,801,042 | 1862 ............6. $14,672,278 
1880. « 14,622,870 | 1883... ............ 14,970,870 
BOE acy ase csecsensss 15,661,593 | 1884........°..... 14,892,742 


This year the amountis the smallest since 1879, 14 per 
cent. less than last year, and 17%¢ per cent. less than in 1881, 
when it was largest. 


The movement of spring wheat seems to be increasing, 
and that of winter wheat decreasing. Duluth, which re- 
ceives spring wheat exclusively, in the week to Oct, 18 re- 
ceived more than in any other week save one ; Milwaukee, 
which receives scarcely any winter wheat, had its largest 
wheat receipts for the year in that week. Chicago, which 
receives both, had the largest for eight weeks. At. St. 
Louis, Toledo and Detroit the w ‘heat receipts have fallen off. 








Lake rates have advanced to 8 cents per bushel for wheat 
from New York to Buffalo ; canal rates remain unchanged 
at 54¢ cents from Buffalo to New York ; the canal shipments 
say large, but must sooncease. Ocean rateshave advanced 

to 44d. to 4!¢d. for grain by steam from New York to 
Liverpool. 








The Chicago througb and local shipments eastward of 
flour, grain and provisions for the week ending Oct. 25, by 
the incomplete report to the Board of Trade have been, in 
tons, for the last four years: 

1881. 1882. 1883. 1884. 
46,647 26,027 42,449 39,068 
Thus the shipments this year were 8 per cent. less than 
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last year, and 14 per cent. less thau in 1‘81, but 50 per 
cent. more than in 1882. For six successive weeks the total 
tons shipped and the percentage going by each railroad have 
been: 








of its ever paying. Exactly how it follows that the state 
should take up this unprofitable enterprise is not quite clear 
to the American mind. When we invest in railroads that 
don’t pay we have to bear the loss ourselves, while the gov- 














i Week ending.——————_—. insi 
Sept. Sept. Oct. Oct. Oct. Oct. ernment goes on imposing taxes or perhaps insisting that 

Tons: 20. 2. 4. 11. 18. 25. | our rates are too high. 
~ a er 2916 Bad 38/502 38233 22°70 Vi870 A I to 
arAIN ... ..-. soe. 22,916 26,5, , 235 3370 = 23, They do things systematically in Austria. In response 
Provisions........ 7,420 8,579 8,636 10,002 6,795 7,610 a request from the refiners, they have after long investiga- 

Total ... . .....% 34,159 40,516 49,414 55,640 36,777 39,068 | tion decided to reduce the rates on export sugar. Now the 

Per cent : consuls are calied upon to see whether the reduction of 
C.&G 4S a 8 .6 8 3.7 5.8 7.6) - . . 
Mich. Ge. Ane 87 170 136 15.3 17.9 20.7 | rates really makes any difference with the sale of Austrian 
Lake Shore.... ... 4.7 15.5 17.2 26.0 241.2 17.1 : ‘ 
Nickel Plate... 82 77 U8 123 6 9.0 | Sugar in foreign markets. One would suppose that the 
Ft. Wayne 20.8 173 156 128 186 14.0|amountof shipments on through bills of lading might be 
C., %. 0. & BP. .s33 14.5 16 6 16.9 11.5 11.0 14.0 i i 
ae 91 8.0 94 79 58 69 trusted to tell its own story. Perhaps the government is 
Ch. & Atlantic.... 15.6 11,3 6.7 10.5 7.1 10.7 | afraid of soma tricks on the part of the sugar refiners, who 

ro Spa 100.0 100.0 100.0 100.0 100.0 100.0 | Te Said to have made the government pay them in the way 


Thus the total shipments last week were 6 per cent. more 
than the week before, but less than in any of the three 
weeks previous. The increase last week was 6% per cent. in 
grain and 12 per cent. in provisions, and nothing in flour. 

The percentages were not so widely different from the 
averages as they had been for a few weeks previous. The 
Chicago & Grand Trunk still had a small share of the sbip- 
menis, yet it was the largest it bas had for four weeks. The 
three Vanderbilt roads, taking them all together, had a 
smaller share than before for three weeks, their aggregate 
percentage having been 48.6, 53.6, 51.7 and 46.8 for the 
last four weeks successively. Lt should be remembered that 
these shipments include a considerable amount (shipments to 
points west of Buffalo, Pittsburgh and other western 
termini of the Eastern truok lines) that is not covered 
by the pool, and, on the other hand, that the pool 
covers a still larger amount that is not included in these 
statistics, so that the percentages ahove are significant 
chiefly as indicating whether a line is gaining or losing, and 
do not show how large a part of the pooled business any 
line is getting. The railroads which carry little freight 
from Chicago to local points are likely to havea larger share 
of the povled through freight than the above figures indi- 
cate, and vice versa. 

Last week the Chicago & Grand Trunk had something 
like its old proportion of the provision shipments, namely, 
2214 per cent., while the Chicago, St. Louis & Pittsburgh 
had 18 per cent. 





Record of New Railroad Construction. 





{voformation of the laying of track on new railroads is 
given in the present number of the Railroad Gazette as 
follows : 

Cape Fear & Yadkin Valley.—Extended from Shoe Heel, 
N. C., southwest to Bennettsville, 8. C., 24 miles. 

Columbus & Cincinnati Midland.—Extended from Wil- 
mington, O., southwest to Clinton Valley, 11 miles, com- 
pleting the road. 

Jackson Branch.—Completed from Allenville, Mo., north 
to Jackson, 16 miles. 

Minneapolis, Sault Ste. Marie & Atlantic.—-Extended 
from Soft Maple, Wis., east to Bruce, 11 miles. 

New York, Philadelphia d& Norfolk.—Extended from 
Rastville, Va., southward to Cape Charles City, 13 miles, 
completing the road. 

Oregon Railway & Navigation Co.—Track on the Baker 
Cit y Branch is laid to a point thirteen miles from Hunting- 
ton, Or., an extension of 11 miles. 

Southern Kansas.—Extended from Harper, Kan., west to 
Attica, 12 miles. 

This is a total of 98 miles of new railroad, making 
8,030 miles reported to date for the current year. The total 
track reported laid to the corresponding date for 13 years 
past is as follows : 


Miles Miles 
Wed, sisi apce'ne A wlsoheatl ADE o.5 § Sechanstk aeta ds 1,824 
RIGS AR ei Gat pete 1,913 
A PPR pe 60b0sssnnedesoeses oe 1,080 
Pe iitesesesses scepanceuan Se 1,524 
WUD ods dass canst 4,614] 1873 .......... 3.130 
Er Fees ot Ol Rc Rr ne reno 6,106 
DOOR iis inci ddschiconinieas 1,724 


These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 








Foreign Railroad Notes. 


The German Organ for Railroad Progress in its last 
number has an account of the Sykes block signal apparatus 
manufactured by the Union Switch and Signal Co. 





The Trans-Caucasian Railroad was opened in the spring of 
1883. Iu a little over seven months it carried nearly 800,000 
casks of petroleum. The total production in this district for 
the past four vears has been as follows in gallons : 

1880. 1881. 1882. 1883. 
41,100,000 61,650,000 66,150,000 75,600,000 

The increase is rapid, but as yet the total production is in- 
significant compared with that of this country, which ex- 
ported more than 500 million gallons last year. But the 
above figures of the Russian product are much less than 
some that have been reported, one statement giving the 
product in 1882 as 200 million gallons. 





A proposition has been made to make a certain railroad 
in Russia a government road, the reason given being that 
it is very unprofitable. In 1881, when the road was first 
opened, the receipts were 185,406 rubles, and the expenses 
220,542; in 1882 the receipts rose to about 190,000 rubles, 
and the expenses fell to 189,000. ,Meanwhile the company 
owes 6,500,000 rubles, which there seems no probability 


of drawbacks for re-export, one year not very long ago, 
more than the whole amount collected on imports of raw 
sugar. 





A curious feature of the British Board of Trade reports of 
exports of rails is the average value given for iron and steel 
rails. This year and last the reports make the value of the 
iron considerably greater than that of the steel. The aver- 
ages shown by the reports in pounds and decimals thereof 
have been : 


1882. 1883. 1884. 
DRIER. «-csccenasneceests £6.35 £6.83 £6.62 
ere 6. 5.94 5.41 


According to this, steel was worth 4!¢ per cent. more than 
iron in 1882, but 13 per cent. less in 1883, and 18 per cent. 
less this year. But the reports also show average valuations 
considerably above ruling prices for stee! even. 








New Railroads on Indian Reservations. 


The forthcoming report of the Commissioner of Indian Af- 
fairs to the Secretary of the Interior gives the following in- 
formation : 


Milwaukee, Lake Shore & Western.—June 26 last the In- 
terior Department authorized a preliminary survey for an 
extension from the Montreal River between Wisconsin and 
Michigan to Ashland, Wis. The survey was begun but has 
not been completed. Subject to the consent of the Indians 
and a bond by the company for $20,000 to indemnify them 
for right of way and damages, the Department authorized 
the company to proceed with construction on the reserva- 
tion. A treaty provides for right of way for a railroad, and 
the Indians desire one. The bond has been given and the 
work will be permitted if the Indians do not object. 

Jamestown & Northern (Northern Pacific).—The Depart- 
ment decided not to disturb the western boundary of the 
Devil’s Lake Reservation. Aug. 6 a council of Indians pro- 
posed that the company should pay $10 per acre for the land 
required for the railroad, erect a station and a storehouse 
for government property on the reservation, and agree to 
erect no other building, and to permit none but necessary 
employés to reside within the reservation. The company 
accepted this proposition, and filed the location of a iine 17 
miles long through the reserve. Doubt arising as to the 
authority under the treaty with the Sisseton and Wahpeton 
Indians to grant right of way without further legislation 
by Congress, the Department ordered a history of the case, 
with recommendations, to be submitted to Congress, which 
will be done at the next session. 

Northern Pacific.—An agreement between the Indians and 
the United States, extinguishing the Indian title to certain 
lands ~~ oo by this railroad on the Flathead (Jocko) Re- 
serve in Montana was ratified by Congress July 4, and it ap- 
propriated $16,000, previously paid into the Treasury by the 
railroad company, to pay the Indians for the lands. 

Utah & Northern.—A oe of definite location with plats 
of eight stations in Fort Hall, Idaho Reserve, was filed by 
this company June 12. The plats were found to be entirely 
unauthenticated and were returned. 

The attention of the Department was also called to the 
fact that notwithstanding the road had been constructed 
and operated through the reservation for several years, it 
did not appear that the Indians had ever been compensated 
for the loss of their lands taken for right of way and station 
grounds—aggregating over 2,000 acres—and it was sug- 
gested that inasmuch as there were no treaty provisions au- 
thorizing the building of railroads through the reservation, 
legislation of Congress would be nessary to confirm the title 
of the company to the lands taken, which they claimed to 
have obtained under special acts of Congress which mani- 
festly related only to ri of way through the public lands 
of the United States. nder Department instructions of 
Sept. 24 last, a full statement of the matter will be prepared 
and submitted for presentation to Congress at the ensuing 
session for its determination as to whether or not it is the 
intention of the acts above mentioned to grant a right of 
way through the Indian reservation without compensation 
to the Indians located thereon. 

Atlantic & Pacific.--The previous Commissioner of Indian 
Affairs having expressed the opinion that the branch road 
provided for by the act of July 27, 1866, should not be 
allowed to cross the country of the Creeks and Cherokees, 
but should have its line, so far as those countries are con- 
cerned, south of the Canadian and Arkadsas rivers, the rail- 
road company, in November last, filed an amended map of 
definite location of this branch road, according to which, 
the line eastward from the eastern boundary of the Semi- 
nole country to Fort Smith passes south of the Canadian 
and Arkansas rivers, and through lands of the Chickasaw 
and Choctaw Nations, thus bringing the road strictly within 
the interpretation placed by the Department in 1870 upon 
the several treaties and acts of 1866, providing for an east- 
and-west and a north-and-south railroad through the Indian 
Territory. The amended map was accepted by the Depart- 
ment Nov. 28, 1883. 

Gulf, Colorado & Santa Fe and Southern Kansas,—At 
the last session of Congress acts were passed granting these 
companies the right of way through the Indian Territory, 
based upon the principle of the eminent domain in the Fed- 
eral government in this territory. The Gulf, Colorado & 
Santa Fe is authorized to build from the Red River, oppo- 
site Cook County, Tex., northward to Kansas, the line to be 
located in sections of 25 miles each, to be approved by the 
Secretary of the Interior before construction is 
begun. The right of way for the open road will be 
100 ft. wide, and for stations (one to 10 miles) 200 by 3,000 ft. 
in addition. Similar powers are given to the Southern 
Kansus from the Kansas border south of Winfield southward 
towards Denison, Tex., to the Red River at the mouth of 
the Wachita, with a branch from the Kansas border at’ 
Medicine Lodge Creek southwestward by or near Cam 





Supply to the west line of the territory where Wolf Cree 





crosses it. Provision is made for paying the Indians for 
land taken and the damages done, and for appraisers to 
determine the amount, and the railroad companies are 
bound not to endeavor to have any change made in the 
present tenure of the Indians in the lands. Regarding these 
grants the Commissioner = : 

** The action of Congress in regard to these railroads prac- 
tically overturns the theory of construction placed by this 
Department in 1870 upon the intent and meaning of the 
several acts of Congress and treaties of 1866, viz., that there 
should be but one east-and-west and but one north-and-south 
road through the Indian Territory, and that any additional 
roads without the consent of the Indians w be a viola- 
tion of treaty provisions with the Indians, which has ever 
since governed this office in its action upon the general sub- 
i On July 10 last the Cherokee delegates filed in the 

partment a written communication on behalf of the 
Cherokee Nation, protesting, for reasons therein assigned, 
against any action by the Department looking to the accep- 
tance of any claim by the railway companies under these 
acts, for any portion of the right of way thereby granted, 
orjany other right under said acts to any portion of the 
Cherokee domain or country, until action can be had by the 
Cherokee National Council at its approaching session in 
November next. The Cherokee Nation insists that its prop- 
erty cannot be taken and given to a private corporation of 
any state by Congress, and that the courts of the country 
will not sustain such a seizure or violation of the contract 
ae by the United States in its treaties with the Cherokee 

ation.’ 

St. Louis & San Francisco.—This company filed a map 
of definite location through the lands of the Choctaw and 
Chickasaw nations in the Indian Territory Sept. 22, 1883, 
in accordance with the act of Congress of Aug. 2, 1882. 

Idaho, Clear Water & Montana Transportation Co,—The 
last report mentioned the hostility of the Nez Perce Indians 
to building railroads through their reservation. A council 
of them was held in April, 1883, again resulted in refusing 
permission for a preliminary survey. There being a 
division among the Indians, however, the question whether 
under the treaty authorizing the construction of ‘ roads” 
through the reservation, the preliminary survey for a rail- 
road should be permitted, was submitted to the Depart- 
ment, which has decided that the railroad company must 
apply. gm 

hicago, Milwaukee & St. Paul.—The agreement with 
the Sioux Indians occupying the reserve in Dakota provided 
for the location of three wagon roads on this reserve under 
military authority, and it was decided that a railroad survey 
could not be made until an agreement of the railroad com- 
pany with the Indians had been ratified by Congress. A bill 
provided for this prepared in the Indian Office passed the 
Senate at the last session, but was not acted upon by the 
House, which, however, had previously favorably reported 
a similar bill, and precisely the same is true of the Dakota 
Central Railway (Chicago & Northwestern) in the same res- 
ervation. 

The Indians of the Sisseton Reservation, Dakota, having 
finally declined to sign the new agreement with the Chicago, 
Milwaukee & St. Paul upon the ground of some misunder- 
standing as to the terms of the original contract, the Depart- 
ment decided to submit the whole question to Congress to 
decide the compensation to be paid for right of way. Sub- 
sequently the agent of the Sisseton Indians transmitted a 
communication from their chiefs and council and requested 
authority to make certain changes in the agreement which 
he thought would cover all objections and meet their views. 
He was directed to make such changes, and a bill covering * 
the matter will be submitted at the next session of Congress. 

Oregon Railway & Navigation Co. (Pendleton & Centre- 
ville Branch).—This company has accepted the terms and 
conditions upon which the Umatilla Indians consented to the 
construction of the branch through their reservation, giv- 
ing $5 per acre for the 152.8 acres required for right of way 
and station grounds and $464.50 for individual Indian im- 
provements. 

Carson & Colorado.—A bill ratifying this company’s 
agreement with the Pah-Utes for right of way through the 

alker River Reservation in Nevada was presented at the 
last session of Congress, but was not acted upon. 








Heating and Ventilating Cars Discussed by the New 
England Railroad Club. 

At the regular meeting of the Club, held Oct. 22, at its 
room in the Boston & Albany depot, there was an at- 
tendance of 35 gentlemen. he President, Mr. F. D. 
Adams (Boston & Albany), took the chair. The Executive 
Committee presented a constitution and by-laws, which 
were unanimously accepted. 


HEATING AND VENTILATING CARS. 


This subject was then discussed, and Mr. Palmer, of Cam- 
bridge, Mass., who had devoted censiderable attention to 
the matter, addressed the meeting on ventilation without 
heating. 

Mr. PALMER advocated a system of ventilating railroad 
passenger cars in which the air is taken in over the plat- 
form, under the hood, is then strained from all impurities, 
dust, cinders, etc., and then passes through a box or tube 
along the deck of the car outside, and is admitted into the 
car through opening in the box. The impure or vitiated 
air is driven ont at some convenient place at the bottom of 
the car where the foul air settles. This system is now in 
use with good results on horse cars, and is already applied 
on one railroad passenger car. 

Mr. F. D. Apams (Boston & Albany): The Chase system is 
similar to Mr. Palmer’s, and had been tried on the Boston & 
Albany ; but there being no adequate means to prevent the 
dust or cinders from entering the tube, it was soon filled up 
and became ineffective. The Chase system, however, in- 
stead of admitting the air into the car through the deck, 
carried it down by means of the pipe near the stove, and ad- 
mitted the air through strainers at the bottom of the car. 

Mr. W. G. CREAMER (of New York): It isdifficult to con- 
vince people of the importance of ventilation. To ventilate 
a railroad passenger car you must have a power ventilator. 
Command the power, and you can ventilate the darkest 
mine, or the most filthy hole. The true idea of ventilation 
is the admission and egress of air without creating drafts, 
or admitting dirt or cinders. I do not believe in taking air 
in at the top of the car. I have been in a car where the cin- 
ders and smoke would almost suffocate a person. There are 
times when the smoke hangs low and will entera car 
through any unprotected opening. My present method is 
to take the air in low down. The chief end of an appliance 
is to acvomplish the best results by the simplest means. I 
have been devoting my attention fur the past year to the 
accomplishment of a system of heating which is 
to be combined with my present system of 
ventilating, and in connection with my heater, I am 
embodying some improvements over the Spear plan. 1 take 
the air through water, my heater (being somewhat like the 
Spear) is so combined with my ventilation system as to pro- 
duce the most perfect results, and with this appliance a car 
will be perfectly pleasant. I am willing to apply it toa 
car, and if it does not succeed I will pay for the car A 
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series of pipes between the floors, with registers to admit 
this air. has been suggested. 

Mr. J. N. Lauper (Old Colony) preferred to discuss 
heating rather than ventilation. The heat should be dis- 
tributed uniformly around the car. Our present systems of 
heating are doing pretty good service, and [ know of no 
practical difficulties in the way of heating cars. We use 
the Johnson heater, and it keeps the cars in a comfortable 
condition and pleases the public. 

Mr. Packarp (New York Central) agreed with Mr. Lau- 
der. He was experimenting to avoid the necessity of open- 
ing the windows in the summer, and thereby admitting 
dust and cinders. The combination of heating and ventila- 
ting is very seldom used at the present time. 

Mr. F. D. ADAMS: We have made some progress in ven- 
tilation. There are about as manv patent systems of ven- 
tilating as there are draw-bars, and some of them are entirely 
absurd. We use the Creamer exhaust ventilator, and admit 
the air just above the end window through Creamer’s 
perforated plates, and we get good results from this combina- 
tion. It is just as necessary to odmit the air as it 
is to get it out. To be effective, deflectors should only be 
fitted to one of every five windows ; if used on all windows 
dust and cinders will be freely admitted. The question is, 
however, the combination of heating and ventilating. Mr. 
Gouge bas a system of warming and ventilating passenger 
cars, perhaps the only one combining the two principles. 
Mr. Creamer has a new system not yet in use, which, per- 
haps, may be successful. Colonel Mann hasa system which 
takes the air in through water, cleaning the air from dust 
and cinders, and in his boudoir sleeping cars gives very good 
results. The windows in these cars are fitted solid* to the 
car, but possibly in a passenger car, where the air is vitiated 
by a much greater number of persons, the system may not 
be as successful in obtaining good results ; persons in ordi- 
nary passenger cars will not ride with windows fastened 
down in the summer. They will break them out if fastened 
down, and I believe that our present system is as good as 


any. 
The Club then adjourned until Nov. 26. 








The Interchange of Cars at Buffalo. 


This subject was discussed at an informal meeting of rep- 
resentatives of different railroads, held in Buffalo, on the 
8th inst. In the absence of Mr. F. W. Wilder, Mr. McWood 
Grand Trunk) took the chair. Among those present were: 

essrs. J. D. McIlwain (Grand Trunk); R. H. Soule and F. 
W. Frederick (N. Y., West Shore & Buffalo); R. C. Blackall 
(Delaware & Hudson); L. Garey, E. Chamberlain, Peter 
Smith, (New York Central); C. H. Bowman (Pennsy]- 
vania & New York); Chas. Grabam (Del., Lackawana & 
Western); Robt. Potts (Canada So. Div. Michigan Cent.) ; 
Jobn Kirby and A. C. Robsart (Lake Shore & Mich. So.) ; H. 
D. Titus (So. Central); J. W. Marden (Fitchburg); M. Wilder 
(N. Y., Lake Erie & Western); C. I. Butler (Fall Brook Coal 
Co.); A. Brewer (troy & Boston); H. B. Crane; A. D. 
Wilder; Wm. Anderson; Thomas Rhodes; Osborne Sampson: 
S. W. Speer; Thos. Sills (Joint Inspector at Susquehanna 
Bridge); J. R. Petrie (Joint Inspector at Black Rock); and 
Jobn 8S. Lentz (Lehigh Valley). 

Mr. LENTz suggested that ‘‘condition cards” be dis- 
cussed. 

Mr. Krrsy: The card itself does not authorize any party 
to make repairs called for by tbe card. 

Mr. L. Garey quoted Rule 6: A card may be affixed 
under the body of the car, for guidance of other inspectors, 
stating the defects with which the car will be received back, 
and when the car isso repaired the card shall be removed. 
Any company finding a car with card on it may make the 
repairs noted by card, and make bill for the same to the 
company putting on the card, the card to accompany the 
bill as voucher for the work done. 

The CHAIR: Should I find such a card on a car I would 
make repairs and expect to get paid for the work. 

Mr. GAREY: Cars are carded for old defects: the road thus 
carding them is not liable for such defecis. Itis therefore 
not a justclaim for parties taking car in to make bill against 
company putting card on. 

The CHarr: That is simply to satisfy inspector receiving 
car that itis safetorun. I would certainly not do the work 
in that case, but would allow car to go home where it could 
be repaired. 

Mr. Gargy : A Grand Trunk car going to Boston is re- 
ceived at Buffalo with cracked timbers; the Boston & 
Albany refuse it unless carded, and a road finding card on 
car makes repairs and sends bill to New York Central. That 
is not just. 

The CHatr: If the defects were old, certainly not. 

Mr. MarpEN: A foreign car carded for old defects 
should be taken to its destination and then sent back. A car 
damaged while on the road is avery different thing, and 
should be paid for by the road putting the card on. I ask 
permission of foreign roads before repairing their cars. 

The Cuarr: In loading agricultural implements and 
other bulky freight that was going a long way off our line, 
have occasionally seen it necessary in order to get the load 

in car to deface car in some manner, making it unfit for 
ordinary freight. This rule allows anybody to put it in 
proper condition to receive ordinary freight and charge 
same to party owning car. 

Mr. Garey: Inorder to get load in car belonging to 
this company in line service, if it is found necessary to de- 
face cars, Line Manager would make settlement. 

Mr. Mcluwain: The party doing defacing should settle 
with line. 

Mr. Ports: Let agent take up the case and collect from 
parties defacing car. 

Mr. GAREY: Shippers sometimes make payment before 
work is done. Line Manager is immediately notified that a 
car bas been defaced and so much money has been paid to 
vover damages. Car arrives at destination and Manager 
gives instructions to have car repaired. 

The CuHarr: If it is an ordinary car, what then ? 

Mr. Garey: It would be a car defaced by owners and made 
good by them. 

The CuHarr: Then it would be chargeable to the party who 
put the card on it. ‘The card on the car defaced states that 
owners will pay for repairs. 

Mr. GAREY: The owners place cards on cars, but it is not 
intended that local cars sball be used for such service. 

The Cuarr: It is impossible to keep ‘local cars” at home 

Mr. MARDEN: Traffic managers should have nothing to do 
with the settlement. Ifcar is defaced in Boston for the 
oye ope of loading merchandise car department is notified. 

f we collect payment and the car is repaired anywhere 
else, the car department arranges the proper charges. The 
car settlement sbould protect the road receiving the car, 
which is responsible only for new breakage. 

The Cuatr: No car-builder would repair a car simply for 
the sake of doing the work; there is no money in it. 

The discussion on this subject then closed. 


PHILADELPHIA & READING DRAW-GEAR. 
_Mr. Petrie: We have experienced considerable trouble 





* The windows can be opened if desired. but the system of ven- 
tilation and cooling is designed to render open windows. which 
mu3t admit dust, .unnecessary.—Eprror RaILRoAD GAZETTE. 








with P. & R. cars, owing to their weak draw attach- 
ments, especially when coupled with cars not equip- 
ped with dead-woods. The draw castings are bolted 
to the middle sills with 5-in. bolts, except the four that go 
through the jaw straps, which are %in. These castings, 
through shrinkage of the sills and ordinary wear of draw 
attachments, become loose and chafe, in a great measure 
weakening the sills, and in this way making them liable to 
break just back of the castings. Their followers were 
originally cast. The back one is now being substituted with 
wrought, which is an improvement, as far as they are con- 
cerned. At thesame time, while the followers do not break 
the draw castings and sills have to suffer accordingly. The 
draw-heads also are defective where the shank goes througb, 
and very often break. 

The CHatrR: We have bad a good deal of trouble with 
these parts of their cars, and have asked the Philadelphia & 
Reading to repair them 

Mr. Kirpy: The buffer spring is very short and light. 

No representative of the Reading road was present. 

WHEEL GAUGE. 

Mr. MARDEN wished to know the general practice as re- 
gards the limit of wheel gauges. 

Mr. SouLE: Our established limit, 4 ft. 5% in.,is being 
changed. 

Mr. MARDEN: Owners of cars safe to run should be noti- 
fied to conform to gauge. Inspectors should be given posi- 
tive orders that cars under 4 ft. 5 in. between flanges or 
over 4 ft. 5% in. are unsafe. 

Mr. KirsBy: Many cars are built for line service without 
any inspection. 

After considerable discussion it was unanimously resolved 
that the roads interested be invited to send sample gauges 
to the next meeting. 


SIZE OF AXLES AT WHEEL FIT. 

Mr. GAREY: Some roads will not receive any car with 
axles less than 4in. dia. at wheel fit. Does any one present 
use such small axles ? 

No definite reply was made. 


REPORTS OF WHEEL CHANGES, 


Mr. SouLE: Is the rule requiring each road to report to 
other roads all changes of wheels whether chargeable to that 
road or not, adbered to ? 

Mr. Lentz: I strictly adhere to it. 

Pons Kirby: If the fault is ours we do not report to owner 
of car. 

The Cuarr: We report all changes. 

Mr. LENTZ: We receive many short axles. If all changes 
were reported, it would prevent this. 

Mr. Krrpy: Those doing that kind of work would not re- 
port it. 


COLLECTION OF BILLS FOR REPAIRS TO CARS OWNED BY 
PRIVATE PARTIES. 


Mr. Garey: Has any one had trouble incollecting bills for 

repairs to cars belonging to private parties as per Rule 19 ? 
r. CHAs. GRAHAM: Some bills we sent out were not paid. 
The rule is seldom enforced. 

Mr. GAREY: Why should railroad companies furnish brake 
shoes, journal bearings and other parts of cars that fail 
under fair usage free of cost to car-owners ? 

Mr. E. CHAMBERLAIN: Railroad companies do not receive 
the same compliment from them. 

Mr. GRAHAM: They claim they should be treated the same 
as railroad companies, insomuch as they send their cars out 
in good condition. 

RULE 20. 

Mr. GAREY: Many roads have repudiated Rule 20. I 
opposed this rule at Saratoga, but submitted to the majority. 

Mr. KIrBy stated that he opposed the resolution. 

Mr. Lentz : If you deliver a car on private track, who is 
responsible ? 

Mr. Kirpy: The Lake Shore & Michigan Southern, 
though we do not adhere to the rule. 

Mr. MARDEN: Lake Shore should make settlement with 
parties doing switching service. 

Mr. Lentz: In case one of your cars should be side 
tracked, would you look to owner of side track for settle- 
ment in case car was destroyed ? 

Mr. Krrpy: We should look to the Lehigh Valley. 

Mr. MARDEN: Would we be considered a private line in 
handling that car? It is a question which could only be set- 
tled by law. 

Mr. Lentz: Dothey get any freight for handling those 
cars from point of loading to your road ? 

Mr. Kirpy: Sometimes they do. 

Mr McIuwarn: The last line in carrying freight receives 
a pro rata of that. 

Mr. Kirspy: The last company to whom you deliver car 
is responsible. 

Mr. BLACKALL: It would be a question of law. 

ORGANIZATION OF CLUB. 


It was resolved not to form a permanent organization but 
to continue the present informal meetings every two months 
during the fall and winter. The following officers were 
elected for the ensuing year: Mr. Wm. McWood, Presi- 
dent ; Mr. John Kirby, Vice-President ; T. W. Frederick, 
Secretary. The meeting then adjourned till the second 
Wednesday in January, 1885, at 10 a. m., at the Tifft 
House, Buffalo, N. Y. 








Southern Railway and Steamship Association. 





The annual report of the General Commissioner, as pre- 
sented to the association at its annual convention, includes 
tables showing the business done at the various points cov- 
ered by the association, with the movement of merchandise 
and cotton, the tables being toolong for reproduction. The 
balance of the report is as follows: 


The information contained in the tables showing merchan- 
dise and cotton business is very valuable, showing the value 
of the comparative business at important points. 

It is gratifying to be able to state that all balances, ac- 
counts, etc., have been paid in full from date of the estab- 
lishment of the General Commissioner’s deposit plan, August, 
1877, to date of last account, rendered July 31, 1884. 

The table on page 1193 shows, at points where reports 
were made for the whole of both years, a decrease in mer- 
chandise of 11,653 tons, or 15.8 per cent., and in revenue 
$227,771, or 20.93 per cent. 

The table on page 1207 shows a decrease in cotton of 
118,899 bales, or 14.6 per cent., and in revenue, $178,566 
or 17.5 per cent. The two tablesshcw a net loss to the 
transportation companies of $406,337, or 19.3 per cent., as 
compared with 1882 and 1883. 

The loss on cotton is owing principally to a short crop. 
The loss on merchandise is, to a large extent, caused by the 
non-pooling of inferior Eastern business this year that was 
pooled last, and to a reduction in rates. If all merchandise 
that was pooled last year had been pooled this, and the same 
rates maintained, the loss would have been slight. 

Rates have been very well maintained during the past 
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year, but some complaint has been made as to maintenance 
of cotton rates, particularly as to shipment of through cot- 
ton on combination of local rates, and as to repayment to 
shippers of compress fee by ships at the ports. ! 

I respectfully, but urgently, again call your attention to 
changes in the agreement recommended in my last annual 
report, as follows : 

‘| advise that Section 18 be changed, and that cotton and 
all other business be pooled on the basis of revenue instead 
of in bales or tonnage, with payment of excess as now In 
80 per cent. of the revenue received. It will make but 
little difference in revenue to the different lines, and bal- 
ances are more accurately made up. The present method of 
assessing balances on excess is very unsatisfactory, and, to 
some extent, uncertain as to accuracy in detail. I am not 
sure that any method of working out the detail is absolutely 
correct, and believe results of division in revenue will work 
out in detail much more certainly as to amounts due each, 
than the present bale or tonnage pool. 

‘*The latter part of Section 19, giving to the roads or 
lines the allotment of business, they to determine the subdi- 
visions, without appeal, leaves the connections of the termi- 
nal lines or roads, if they do not receive satisfactory al- 
lotments of business, without interest in the maintenance of 
rates, which is the foundation of our organization. I sug- 
gest, therefore, that where satisfactory allotments are not 
made by initial or terminal lines to these connections, that 
the question of subdivision be referred to arbitration. The 
Rule 11 in old agreement, making all allotments to lines, 
and not initial roads, was much more satisfactory than the 
present rule. 

‘*T would again urge upon all the importance of pooling 
all competitive business as the only method of: maintaining 
just and reasonable rates, and, also, again call the atten- 
tion of members to the importance of taking some action in 
relation to the compressing of cotton at interior competitive 
points.” 

lf some arrangement could be arrived at whereby the 
compress fee could be saved to the transportation compa- 
nies, a large amount of money would be saved to them 
instead of given to shippers. There is no reason why the 
charge paid by the transportati->n lines for compressing cot- 
ton for their benefit in carrying should not be collected 
back by them instead of by the shippers, from the vessels; 
except that the officers of each line hesitate to taka the 
initiative in withbolding this rebate from the shippers, for 
fear their competitors will use it against them to get the 
business. 

This should not be so. All should do what they believe 
right; and, in adjusting these questions, should bear alike 
the burden of any dissatisfaction that might arise from the 
adoption of equitable regulations to be used by transporta- 
tion companies. 

I recommend some changes to be made in the rules gov- 
ernivg the Board of Arbitration; the fullest information 
should be given the Board in all cases. The present method 
of presenting arguments, and exchanging same, and allow- 
ing rebuttal, is very well as far as it goes, but does not go 
far enough. The original arguments frequently merely 
state the case, in as few words as practicable, and the full 
argument is made in the rebuttal, which the opposite party 
has no opportunity to reply to, explain, or controvert. 
would recommend that each party have the privilege of 
being heard before the Board, before a tinal decision; at 
least, that the Board be authorized to call for explanations 
when conflicting statements are made, or when they do not 
clearly understand the case from the argnments submitted. 
It is certainly important that the judges should understand, 
very thoroughly, the law and facts in all cases before mak- 
ing a decision. I have no doubt that more satisfaction 
would be given in the decisions of of the Board, if it was 
known to each party that the arbitrators had all the facts 
before them, and understood the cases fully before deciding. 
They should have the right to review these decisions for 
reasons satisfactory to them. 


PASSENGER BUSINESS, 


I recommend that steps be taken looking to the pooling of 
passenger business. It is positively asserted that there is 
less reliance to be placed in agreements concerning passen- 
ger rates than has ever been in the freight business. 

There is no doubt that a large amount of revenue from 
this business is thrown away, which can be saved by pooling 
the business, 

CLAIMS. 

The Claim Department has done a large amount of work 
the past year. More than 18,000 claims have passed 
through the hands of the claim agents; about 11,000 of 
these were paid claims and vouchers for the proportions due 
by esch road made, and the claims distributed. About 
7,000 were investigated, or are in course of investigation, 
and when paid, divided and distributed. 

This work is performed for the benefit of all interested 
and should be paid for by all, but it is done at the expense 
of a few roads in South Carolina, Georgia and Alabama. 
The large systems in the West and Northwest, as much in- 
terested as the roads bearing the expense, pay nothing. This 
is not as it should be; they are saved, in the examination 
and distribution of these claims, as much as the delivering 
roads, where claims usually arise. Again, the laws of 
Georgia, and possibly other states, require that transporta- 
tion companies shall protect the bills of lading issued by their 
connections, with whom they work through rates, and the 
delivering roads have to pay all overcharges, on presenta- 
tion of claims, with proper evidence of the overcharges. 
These claims, as well as others, are frequently held up at the 
cost of delivering roads for months by Western connections, 
to get the authority of roads north of the Ohio River to pay 
them. These, from delay and careless handling, are fre- 
quently lost, and papers have to be duplicated by this office. 

The Claim Department is one of the most important con- 
nected with the freight interest of transportation companies, 
A thoroughly organized Claim Department, by any long 
through line or lines, with prompt investigation and settle- 
ment of claims, will do more to secure business than any 
other thing connected with the transportation business, not 
excepting dispatch. The two together will always secure 
the business over slow time and speedy settlements of claims, 
or over fast time and tardy settlement of claims. 

I ask, then, in justice, that all roads interested pay in pro- 
portion to work done for them in this office, and not as for- 
merly, in proportion to revenue. This will make it light on 
each, and in justice should be done. 

Respectfully submitted, VIRGIL POWERs, 
General Commissioner: 
INSURED BILLS OF LADING. 

The following is the decision and award made by Messrs. 
John Screven and Thomas H. Carter, Arbitrators, in the 
matter of the issue of insured bills of lading by the Charles- 
ton line, informally submitted to them in Atlanta, Oct, 
14: 


The question submitted for the decision of the Arbitrators 
as presented by the General Manager of the South Carolina 
Railway Co., is : ‘‘Whether the 20th section of the existing 
Agreement of the Southern Railway & Steamship Associa- 
tion permits one combined rail-and-water line competing, 
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\ 
with another rail-and-water line, to issue insured bills of 


lading covering all the marine risks incident to such routes, 
in order to overcome any disadvantage that might exist, on 
account of increased rate of insurance demanded by insur- 
ance companies.” 

The first clause of the 20th section of the Agreement 
recites that: ‘‘ When by reason of any actual difference in 
the rate or premium of insurance against marine risks, any 
line is at a disadvantage in competing with any other 
water, or combined rail and-water line, such disadvantage 
may be avoided by an arrangement with the insurance 
companies, individually or collectively, by which the trans- 
portation line can assume or pay the difference between the 
rate or premium of insurance by their own line, and that by 
the lines of their competitors, and thus secure to shippers 
the same premium or rate of insurance by all lines.” 

It is obvicus that this clause, as indeed the whole of the 
20th section, is intended to establish a rule for the equali- 
zation of competition between specified parties where marine 
risks are involved, and the parties specified may be either 
water or combined rail-and-water lines. 

In the case before the arbitrators, both competitors are 
combined rail-and-water lines. Both parties, as such, are 
strictly within the limitation of the above recited clause, and 
either is at liberty to assume or pay the difference, if any 
there may be, of marine insurance operating to its disad- 
vantage. 

But ave the parties in this case at liberty to issue insured 
bills of lading? On this point, the clause of the 20th section 
applying to them is wholly silent. The reason for this is 
not apparent, nor is it essential to a strict construction of 
this clause, but the silence of the rule on this point seems to 
assume decisive significance when the second or succeeding 
clause of the 20th section is considered. 

This recites that: “‘In case of competition between all 
rail lines and water or combined rail-and-water lines, the 
latter may assume the whole of the premium or rates for 
insurance against marine risks, and bills of lading to this 
effect may be issued.” 

In short, insured bills of lading are specially allowed to 

water or combined rail-and-water lines in competition with 
all rail lines only, and as the expression of the rule distinc- 
tively applies to them, and is silent as to extending the same 
privilege to water or to combined rail-and-water lines io 
competition, the Arbitrators are constrained to decide that 
the latter are excluded from the privilege. 
_ In arriving at this conclusion, the Arbitrators do not deem 
it necessary to consider whether this distinction was intended 
by the framers of the Agreement, but they hold it unwise to 
depart from a strict construction of any part of the Agree- 
ment which may admit of doubt, or which, as in this case, 
is the subject of actual controversy, and which may be 
eeaeey and permanently settled by the action of the Asso- 
ciation. 








TECHNICAL. 


Locomotive Building. 
The Philadephia & Reading shops in Reading, Pa., recently 
turned out the first of four heavy passenger engines intended 
to run on the Bound Brook line between New York and 
Philadelphia. These engines have 21 by 22 in. cylinders 
and driving wheels 6814 in. diameter. he truck wheels 





are 33 in. The*boilers are 26 ft. 1014 in. over all, and have 
Wootten fire-boxes 9 ft. 6 in. by 8 ft. inside. The outside 
fire-box casing is 10 ft. 434 in. by 8 ft. 844 in. The tender 


tanks will hold 3,500 gallons of water. 

The Dickson Manufacturing Co in Scranton, Pa., has just 
completed a locomotive for the Chicago, Fairchild & Eau 
Claire River road in Wisconsin. 


Car Notes, 
The Southern Car Works in Knoxville, Tenn., are building 
a large number of box cars for the East Tennessee, Virginia 
& Georgia road. 

The Ontario Car Works in London, Ont., are building 125 
box cars for the Northern & Northwestern road. 

The Barney & Smith Manufacturing Co. in Dayton, O., 
recently delivered 6 passenger cars, 1 mail and smoking and 
2 baggage and express cars to the new Columbus & Cincin- 
nati Midland road. 

Bridge Notes. 


The Phoenix Bridge Co. at Phoenixville, Pa., this week com- 
pleted a new iron highway bridge over the Delaware River 
at Trenton, N. J., to replace the old wooden bridge which 
was destroyed by fire last June. The new bridge has seven 
spans of 160 ft. each. The roadway is 20 ft. wide and there 
is one footwalk at the side. 

The Paterson (N. J.) Press of Oct. 27 says: ‘‘The Passaic 
Rolling Mill Co. is at present busy with the erection of 
another important addition to this already extensive estab- 
lishment. The new building is being erected on the west 
side of the tract of land owned by the company, and will be 
170 by 80 ft. in size. The foundations were laid some time 
agoand the work of constructing the building has pro- 
gressed as far as putting the windows in place. The build- 
ing is being built of brown stone and the roof is 
to be of iron. With the exception of the window- 
frames the building will be entirely fire-proof. The 
building is being erected not so much for the pur- 
pose of increasing the product of the rolling mill 
as for the pase of systematizing and facilitating 
the work and making it more pleasant for the men em- 
pazet. The blacksmiths’ forges are to be put into the new 

uilding and a number of the hammerers are also to find 
room there. The mill in which the rolling and puddling is 
being done at present is then to be connected by a brick ad- 
dition to the rear mill. A wooden building, which at pres- 
ent occupies the space between the new and the rear mills, is 
being taken down. This will decrease the risk of fire in the 
establishment, and will conduce — to making the work 
more pleasant for the employés. _ The latter have frequently 
complained of the excessive heat in the portion « f the build- 
ing now devoted to furnaces, and the cold air blasts which 
Mr. Cooke procured by an arrangement adopted some time 
ago did not work as satisfactorily as might have been ex- 
pected. By the new arrangement there will be ventilation 
through the whole establishment from north to south. In 
addition to this it will facilitate the work of making large 
beams for bridges. Some time ago the largest girders for 
bridges did not exceed 20 or 30 ft., but at the present day 
girders of 50 ft. are nothing uncommon. The space in the 
rolling mill is now large enough for girders 40 or 45 ft., and 
it is very inconvenient to make girders longer than that. 
By the new arrangement there will be plenty of room for 
the longest kind of girders. The work of erecting the new 
building is being done at present, as things are very dull.” 


Tron Notes. 

The Bethlehem Iron Co. at Bethlehem, Pa., has contracted 
to furnish the Lehigh Valley Railroad with 10,000 tons of 
steel rails, to be delivered in the winter and spring. The 
price is $27 per ton at mill. 
_ The St. Louis Malleable Iron Co. has resumed operations 
in all departments. Arrangements have been made by 
which the temporary receivership is ended and the works 
are restored to the company. 

The Helmbacher Forge & Rolling Mill Co, in St. Louis is 


running only one furnace, the bar mill and the car-link and 
pin machinery. 

The rolling mill of the Abbott Iron Co., at Canton (Balti- 
more), shut down Oct. 4. At the annual meeting the stock- 
holders voted not to resume work at present. 

The new Maumee Rolling Mills at Toledo, O., were 
successfully tested last week. The real estate of the com- 

any embraces 60 acres, with a river frontage of 1,600 ft. 
There are eight buildings, the largest being 200 by 385 ft. 
The plate mill is capable of rolling the largest plates used in 
America. The fly-wheel of the engine which drives this 
aac om is 35 ft. in diameter and weighs 58 tons. 
he Lowmoor [ron Co. will put its large furnace at Low- 
moor, Va., in blast shortly. he company will soon begin 
work on a second furnace near the present one. 


Manufacturing and Business Notes. 


The partnership existing between J. G. Hendrickson, F. J. 
Clamer and Frank Bushnell, under the name of the Ajax 
Metal Co., was dissolved Oct. 27, by mutual consent. Eicher 
J. G. Hendrickson or F. J. Clamer will sign in liquidation, 
and all money due the firm should be made payabie to their 
order. The Ajax Metal Co, will be reorganized and incor- 
porated under the laws of Pennsylvania. ll orders for 
Ajax metal will receive prompt attention at the office in 
Philadelphia. 

The Harlan & Holliugsworth Co. in Wilmington, Del., is 
building for the New York, Philadelphia & Norfolk Co. a 
large iron transfer steamer to run between Cape Charles 
City and Norfolk, Va. The steamer will have tracks for cars 
on deck, and will also be provided with cabin accommoda- 
tions for passengers. The same company is also building 
for the road a powerful tug, which will be used to tow 
barges and car-floats. 

The Falls Rivet Co., in Cuyahoga Falls, O., has under- 
taken the manufacture of the Fulton steel pulley and 
hangers. 

The Wilkes-Barre (Pa.) Wire Rope Works recently sup- 

lied the Delaware & Hudson Canal Co.’s No. 5 colliery at 
lymouth, Pa., with a 1};-in. wire cable 2,100 ft. long. 


Fast Time. 


The St. Jobn (N. B.) Telegraph of Oct. 24 says: “ The train 
which conveyed His Excellency the Governor General and 
party to Fredericton, probably eclipsed all previous authen- 
tic records of traveling by rail in this Province. The trip up 
was made in 1b. 55m., including stops, or 1b. 30m. actual 
running time for the 66 miles. But it must be remembered 
that considerable time is lost in rounding the heavy grades 
at Bay Shore, and that it is impossible to make record time 
over some portions of the Fredericton Branch. Between 
Fairville and Welsford the train went like the wind, makin 
the 21 miles in 22 minutes; the 11-mile stretch to Westfiel 
occupying 12 minutes, the 10-mile run to Welsford only 10 
minutes, or at the rate of 60 miles an hour. The Fiying 
Yankee’s time for the same distance is 32 minutes. Coming 
down yesterday it was expected that the record would be 
broken, but three stops had to be made, and the time was 
exactly the same as before, 1h. 55m. Fifteen minutes more 
were consumed coming over the Fredericton Branch, so that 
the speed attained for the remainder of the distance was 
really faster than the day before, and for several miles after 
leaving Clarendon the train was going at the rate of about 
62 miles an hour.” 


A Cantilever Bridge on the Canadian Pacific. 


The London Engineering says of the cantilever bridge of 
the Canadian Pacific over the Frazer River: 

“This would have been the first bridge on this principle 
erected in America had it not been for the very long time 
that was occupied in bringing the iron work across the At- 
lantic, the vessel occupying within two days of six months 
on the voyage, during which time the Canada Southern 
bridge across the Niagara was ordered, built and opened for 
traffic. The span of the Frazer River bridge, from centre to 
centre of the cantilevers, is 315 ft. The two levers are each 
210 ft. long, and they carry between them a girder 105 ft., so 
that from the anchorage at each end the truss support is 
525 ft. The centre of each cantilever is carried by a stone 
pier 72 ft. high from the rocks on the river bauk, 
and the outer end of the levers are held in position 
by an anchorage in the abutment founded on the solid rock 
of theriver bank. All the pins, links, centres and the 
lower chords of the cantilevers are of Siemens-Martin steel, 
whilst the other parts of the truss are the best refined iron. 
The bedplates and anchorages are of cast-iron, the weight of 
the whole being 243,000 pounds of cast iron,or about 546 tons 
altogether. The straius are calculated to carry a train the 
full length of the bridge, weighing 2,500 pounds to the foot 
run in length, with two locomotives at the head, each weigh- 
ing 55,000 pounds, on three pairs of drivers not over 14 ft. 
wheel base in addition. he wind strain is calculated for 
the full surface of both trusses and a train showing a side 
exposure of 10 ft. in height and the full length of the 
bridge.” 

A New Electric Street Railroad. 


Simultaneous experiments with cable railroads operated by 
steam power and electrical railroads naturally suggested to 
many inventors a combination of the two systems. The 
central underground tube is made to carry a fixed electrical 
conductor instead of a movivg wire rope, and connection is 
made between the motor and the conductor through the slit 
in the tube. An electric railway on this principal has been 
built for experimental purposes at Manchester, Eaogland, 
and is said to work satisfactorily, even inrainy weather. 
The improved contact due to moisture is supposed to make 
up for the loss by leakage. In this system the running rails 
of the road are used as return conductofs. Leather straps 
are used to draw the connector through the tube. They 
serve to clear the passage way of ordinary obstuctions, and 
if they should meet with too much resistance, would give 
way, breaking the connection and stopping the car before 
much damage was done. The straps can be easily and 
cheaply replaced. 


Grade Crossing Accidents. 


The Massachusetts Railroad Commissioners have given the 
following decision: 

** The fatal accident of Oct. 11, on the Troy & Greenfield 
Railroad, was investigated by the Board on Oct. 16, whena 
view of the premises was taken and many witnesses were 
examined. George and Agnes Hall, while driving across 
Greylock western crossing, were instantly killed by a _pas- 
senger train of the Boston, Hoosac Tunnel & Western Rail- 
way Co. All the testimony showed that employés of the 
operating road were without fault. The proper warning 
signuls were givep. The speed was only such as was neces- 
sary to make schedule time and to carry on the traffic of the 
road. There was no time to check the train. The sad 
casualty was a natural incident of travel where such 
crossings exist; and the engineer of this very train has twice 
before witnessed narrow escapes from like disasters. The 
crossing is aca ngy= | dangerous, being a diagonal one, on a 
very steep grade, with small opportunity to see the track. 
To persons crossing, as were, from the south, it is 
especially hazardous, because they come over a covered 








bridge 60 or 70 ft. from the crossing, and while driving 
over the bridge they can neither see nor hear an approach- 
ing train. A steep , with a barrier partly removed, 
adds at this time to the perils of thespot. Neither this 
Board nor the county commissioners can direct the placing 
of a flagman or of a gate on the state railroad; but, on our 
suggestion, the Acting Manager at once stationed a flagman 
at this crossing, and we have no doubt he will be 
kept there (as he should be) until a more radical remedy 
can be applied. This can be done by discontinuing the town- 
way, which is exceedingly dangerous, and which is said to 
be less. A project has been pending for some time 
which would effect this, and which would also abolish the 
crossing by changing the direction of the highway, This 
measure would, at moderate cost, remove two sources of 
danger. The Manager of the Troy & Greenfield Railroad 
would no doubt co-operate with the town in this excellent 
movement. It is greatly to be desired that on this, and on 
every otber railroad, measures of precaution should be more 
generally adopted by the placing of flagmen or gates at dlan- 
gerous crossings, or, better still, by the separation of grades, 
Ha waiting for fatal accidents to call attention to this 
uty. 
. Large Machine Tools. 


William B. Bement & Son, of a are building a 
punching and shearing machine for the Keystone Bridge 
Company which will punch a 4-in. bole in 13¢-in. iron, 8 ft. 
from the edge. The frame of the machine weighs 23 tons, 
and is 10 ft. Tigh, the eccentric shaft being 13 in. diameter. 
Shearing blades of different shapes and punches of different 
sizes can be used. The machine will make 16 cuts per min- 
ute. Thi: firm are also building a punching machine for the 
Miltimore Car Wheel Co., to punch the arm of their car 
wheel out of flat bars of steel lin. thick. This machine 
will punch a 5-in. hole in 1-in. iron. The frame weighs 15 
tons. Patterns are now also being made in the Bement 
shops for a lathe which will be capable of turning a shaft 53 
ft. long. The lathe is 70 ft. in length, swings 60 in., will be 
double-headed and triple-geared. Weight about 50 tons. 
—American Machinist. 








THE SCRAP HEAP. 


A Collision with a House. 


A dispatch from St. Louis, Oct, 25, says: ‘‘ One of the 
funniest railroad accidents that ever happened occurred toa 
special on the Missouri Pacific last night. The special train 
runs only every Friday night, and is operated to give the 
residents of Kirkwood and nearer stations an opportunity to 
visit the theatres or other night attractions in the city. Last 
evening the special left the Union Depot at 11:20 with a 
very good load of passengers, the various conventions now 
being held in the city, especially that of the W. C. T. U., hav- 
ing been well attended by Kirkwood people. The train moved 
along through the yards carefully and was just beginning to 
strike its regular gait when the passengers were startled by a 
sudden halt which threw everybody forward with great 
force and created the greatest consternation. Visions of a dis- 
astrous collision flashed before the eyes of the passengers, who 
waited for death to come the first few seconds, and then 
concluded to run out and ascertain the cause of the shock. 
The most active men got out first, and when they cast their 
eyes around they thought they had encountered a cyclone. 

he remains of a two-story frame house were strewn about 
the track and over the forward cars, A number of people 
in very abbreviated garments and scared-to-death expres- 
sions of countenance stood around shivering in the cold, 
while a flagman called out lustily for ared light. After a 
great deal of excitement and much conjecture as to how in 
the name of all that was wonderful a frame house could 
have competed for right of way with a locomotive, it was 
learned that an enterprising house-mover had undertaken to 
change the location of a house during the hours of the 
night in which he calculated there would be no travel. He 
had taken the precaution of carefully studying the time- 
card and ascertaining that no regular train would be alon 
at that hour. But to make sure that no accident woul 
occur, he bribed the flagman with a bottle of ‘ Robinson 
County’ to go down the track about 100 yards and flag any 
train that might appear. The house-mover then. began his 
work, and sosure was he of its successful accomplishment that 
he permitted the family that occupied the house to go to bed 
unwarned. In addition to the family, which consisted of Wm. 
Nixon, his wife, two children and a servant, there were six 
boarders iu the house. Before etting the mansion on the 
track where an engine could strike it amidships, the mover, 
whose name is John Lloyd, found a difficulty in the matter 
of telegraph wires. This problem was solved by cutting the 
wires. Then he got the house on thetrack. His friend with 
the red lantern, had, in the meantime, gone down the track 
and become so intimate with the contents of the bottle that 
he couldn’t tell a locomotive from a Congressman, and then 
the Kirkwood train came along. The engineer didn’t see 
the house in time, and unfortunately the rays of the head- 
light did not flash upon the form of the house-mover, who 
danced a delirious jig in the middle of Chouteau avenue, 
wildly crying out to the engineer. The result was that the 
engine lifted the house up into the air and juggled it for 
a while, and then threw it backward like a handful of leaves. 
The occupants, strange to say, scrambled out of the ruins 
unhurt and undressed. The flagman had lost his lantern 
and the headlight of the locomotive having been destroyed, 
the place was in entire darkness for a while. The mover was 
clamorous for the safety of his rollers. It was 5 o’clock this 
morning before everything had been cleared away.” 


Railroad Young Men's Christian Association. 


The Forty-seventh street branch of the Association in 
Chicago reports for the month of September a total attend- 
ance of 1,875 at the rooms. There were 294 baths taken, 
and other conveniences of the rooms were fully used. The 
attendants at religious meetings numbered 282. There were 
17 new members received. Tiere were 115 visits made to 
sick members, families, etc., and 1,272 papers were dis- 
tributed. A call is made for new members for this branch, 
and railroad men are asked to take more advantage of the 
opportunities offered them. 


The Farmer's Private Station. 


“‘ We made a singular discovery the other day,” remarked 
an official of a road running into Chicago. ‘* About three 
miles beyond a certain station on our line there is a farm- 
house by the side of the track. Just beyond the farm-house 
is a little creek, over which there is a small bridge. About 
four years ago some repairs were made to that little bridge, 
and, of course, the bridge gang had to put up a sign board 
‘Run slow’ on either side during the day or so the bridge 
was weakened. When they bad finished their work they 
went off and forgot the signs. The fact is, the boards had 
disappeared, and they didn’t take the trouble to hunt them 
u 


<r Some weeks afterward, no one knows just when, those 
signs reappeared in their former places. Nobody knew who 
put them there and what for, Nobody cared. If the sec- 
tion-men noticed them at all they thought the bridge-meu 
had done it. It was none of the engineers’ business why 
they were there—it was their duty to observe regulations, 
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which required them to slow down at all such signs. Ob- 
serve regulations they did. For about four years not a 
train had passed over the little bridge without slowing 
almost to a standstill. The culvert, for that’s all it is, has 
been as safe as any part of the road-bed, and yet stopping 
and starting trains there has cost this company tbousands of 
dollars You know it costs cena f to stop and start trains. 

“You are wondering how it all comes about, of course. 
Well, that farmer stole those boards and put them up again 
at bis leisure. For four years he bas been going into the 
town or coming from it on our trains, getting on or off right 
at hisowndoor. It was aslick scheme, and how he must 
have laughed atus and enjoyed it all the while. But his 
game is up now, and the engineers are having their revenge 
by keeping np an infernal screeching of their whistles at all 
hours of the day or night whenever they pass the farm- 
house.”—Chicago Herald. 


A Convenient Accident, 


*“T see a mail car was burned on the Omaha road night 
before last, and all its contents destroyed.” 

**-You don’t tell me! Where was it bound ?” 

‘Going north to Ashland and Bayfield, Wis.” 

‘“To Bayfield? Good, good !” 

“Good ? What on earth is there good about it ?” 

‘* Why, you see, 1 owe a man in Bayfield a little amount, 
and I’ve promised to send it to him till he won’t take prom- 
ises any longer.” 

‘* What’s that got to do with it?” 

‘Everything, everything. I'll go right off now and write 
asking bim why in tunket he doesn't send a receipt for that 
money that Isent him last—last—W hat day did you say that 
mail car was burned?”—Chicago News, 


A Hardware Sto’. 


At the restaurant at Pensacola Junction: Last spring 
while I was ov my way to the ‘‘Mardi Gras” we stopped there 
for dinner. A gentleman desired to take a cup of tea into the 
train for asick lady. ‘‘ No!” yelled the proprietor, ‘‘ you 
can’t take no cups out o’ yere.” 

** But it is for a lady who is too ill to come in.” 

* Don’t make no difference,” was the reply; ‘‘no cups kin 
go out o’ yere.” 

‘*Pll pay you for one,” persisted the gentleman, produ- 
cing a dollar bill. 

“We don’t sell cups,” was the sneering answer. ‘‘ D’ye 
think we keep a hardware sto’?” 

‘* Judging from this,” said the man who balanced one of 
the doughy sandwiches in his hand and looked at it critic- 
ally, ‘“‘ I should suppose you did!” 

Tue passengers set up a mighty shout of laughter and ap- 
proval, but nevertheless the man did not get off with the 
cup of tea and the invalid lady’s thirst remained un- 
quenched.— Baltimore Southern Manufacturer. 


What He Was. 


‘Sir, I demand your daughter’s hand in marriage,” 
boldly said the gifted young man to the great billionaire. 
‘*T do notask it asa favor from you. We love one another. 
That is sufficient. I am her equal in every respect.” 

* Ah,” exclaimed the billionaire, ‘‘are you a plumber ?”’ 

‘* No, sir!” proudly responded the valiant suitor. 

‘* A bank cashier with an unexhausted shortage ?” 

‘No, sir ?” 

** 4 coachman ?” 

‘*T am not !” and his lip curled, proud in disdain. 

‘You are not a base ball pitcher with a rifle twist, that 
you thus imperiously ask for the hand of one who will 
inherit millions ?” 

**No, sir. I am the inventor and patentee of an automatic 
car coupler !” 

“Take her, take her !” cried the billionaire. ‘ All I de- 
mand in return is that in no idle moment eye decide to pay 
the national debt.— Pittsburgh Chronicle Telegraph. 


It Was the Cat. 


There are innumerable cats in the underground railroads 
of London. No one has ever seen one of them without its 
tail was cut off, showing its narrow escape from the thou- 
sands of passing trains.—Coach Painter. 

Few people bave seen these cats with or without their 
tails, which shows the effect of a vivid imagination combined 
with an inventive genius. 


The Maniac Brakeman. 


On Thursday morning last as the freight train of Conduc- 
tor P. D. Moran, which runs from Sioux City to Eden, 
D. T., was leaving Oak Point going north, a young man 
climbed upon the top of the box car of the moving train. 
He wore neither coat nor shoes, had pieces of old flour sacks 
tied around bis feet, and a generally wild appearance. After 
the train had got under full headway he ran along the top 
of the train and began vigorously to set the brakes. Brake- 
man E, P. Reader ran after him, and reached him just as he 
had set four brakes. Reader asked the man if he wished to 
stop the train, to which he replied ‘* No.” 

‘* Where are you going ?” 

‘** To Sioux Falls.” 

** Have you a ticket ?” 

“ce No.” 

‘* Well, you had better see the conductor and get one.” 

At this suggestion the man ran swiftly toward the front 

of the train, at one place jumping from the top of a box car 
to the centre of an empty flat car, and falling down. He 
climbed over the tender, jumped on the top of the engine 
cab, and standing erect, waved his hands about him. He 
was finally shoved by the brakeman from the train at West- 
field. From this place he evidently walked a distance of 19 
miles to Calliope, and there climbed into an empty box car. 
As the same train came south on Thursday afternoon it took 
this empty car from Calliope to Elk Point, where, in put- 
ting out the car, the brakeman again recognized their 
strange visitor and turned him over to the Sheriff of Union 
County, and, as is understood, he was put in jail. Last 
night, as a passenger on the train tells a reporter, wheri the 
came train was stopping at Elk Point on its way to Sioux 
City, some one uncoupled the caboose and one car from 
the train. There being a down grade back, they 
ran for a long distance back upon the track. After this 
runaway part of the train was caught and coupled, and the 
train had pulled out for Sioux City, Brakeman George 
Houtz observed the same man who had acted so oddly .on 
the top of the moving train again engaged in setting brakes. 
Houtz caught the man, got him down on top of the car, and 
tried to hold him. inding the job was going to be too 
much for him, he sent young Reader to the end of the train 
for Brakeman Fred Smith. Just as Smith and Reader 
reached the scene the crazy man nearly succeeded in throw- 
ing Houtz off the roof of the box-car. The three trainmen 
had great difficulty in keeping the fellow on the top of the 
car until the train reached Jefferson, where they had a scuf- 
fle with hm and got him off just as the train pulled out of 
the place. 

He is evidently a railroad brakeman, and is crazy. He 
climbed upon and ran along the cars like an expert, and 
each time the whistle blew while the trainmen were holding 
him he struggled hard to get up, and muttered that he must 
set the bra. He is a man of perhaps 25 years of age, 


light complexion, rather slender, and about 5 ft. 8 in. in 
height. He bas whiskers of several weeks’ growth, and a 
wild and excited appearance. No one can explain where 
he came from, and why he haunts this particular freight 
train is what the men on Conductor Moran’s freight train 
cannot tell.—Sioux City (Ja.) Journal. 


A BCand DEF. 

A gentleman traveling ina railway carriage and endea- 
voring with considerable earnestness to impress some argu- 
ment upon a fellow traveler who was seated opposite to 
him, and who appeared rather dull of apprehension. 
length, being slightly irritated, he exclaimed in a louder 
tone, ‘‘ Why, sir, it’s as plainas ABC!” ‘“ That may be,” 
quietly replied the other, ‘“‘ but I am DE F !—Railway 
Hepress. 

A Boy Train Wrecker. 


A dispatch from Fitchburg, Mass., Oct. 28, says: ‘‘ An 
attempt to wreck the accommodation train which left Fitch- 
burg at 12.15 o’clock p.m. to-day: was made at a sharp 
curve one mile east of Lunenburg station, on the Fitchburg 
Railroad, by placing stones and a rail on the track. The ob- 
structions were again placed on the track after the train 
had passed. Station Agent Anderson of Fitchburg and a 
Boston detective scoured the woods, and about a mile from 
the place found Norman Jones, of Shirley, 12 years old, 
whom they placed under arrest. Jones says he did it for 
fun. He appears to be a victim of dime novels, as he carries 
—— and long knife in his belt and uses considerable 
slang.” 


J @Oeneral Mailroad ‘Mews. 





MEETINGS AND ANNOUNCEMENTS. 
Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Baltimore & Ohio, annual meeting, at the company’s office 
in Baltimore, Nov. 17, at 10a.m. Transfer books close 
Nov. 6. 

East Tennessee, Virginia & Georgia, annual meeting, at 
the office in Kuoxville, Tenn., Nov. 12. 

Louisville, New Orleans & Texas, special meeting, in 
Memphis, Tenn., Nov. 10. 

Memphis & Charleston, annual meeting, in Huntsville, 
Ala., Nov. 13. 

New York, Lake Erie & Western, annual meeting, at the 
office in New York, Nov. 25. 

Philadelphia d& Reading, annual meeting, at the office in 
Philadelphia, Jan. 12, 1885. The registry of stock closed 
Oct. 12. 

Rochester & Pittsburgh, annual meeting, at the office, No. 
20 Nassau street, New York, Nov. 12. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 
Manchester & Lawrence, 5 per cent., semi-annual, payable 
Nov. 1, to stockholders of record Oct. 25. 
Oregon Railway & Navigation Co., 144 per cent., quar- 
terly, payable Nov. 1, to stockholders of record Oct. 21. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

The American Society of Mechanical Engineers will hold 
its fifth annual meeting in the city of New York, beginning 
on Wednesday, Nov. 5. 

The Western Association of General Passenger & Ticket 
Agents will hold its next regular meeting at the Paxton Ho- 
tel in Omaha, Neb., on Wednesday, Nov. 12. 

The Master Car-Builders’ Clué will hold regular meetings 
at its rooms, No. 113 Liberty street, New York, on the even- 
ing of the third Thursday in each month. The next regular 
meeting will be on Thursday, Nov. 20. Subject for discus- 
sion: Freight Car Couplings. 

The New England Railroad Club will hold its regular 
nieetings at its rooms in the Boston & Albany station in 
Boston, on the evening of the fourth Wednesday in each 
month. 

The Western Railway Club will hold regular meetings at 
its rooms, No. 103 Adams street, Chicago, on the third 
Wednesday in each month. 


Foreclosure Sales. 

The Annapolis & Elkridge road was to have been sold 
in Baltimore, Oct. 23, by the trustees under the mortgage, 
but the sale was postponed until Dec. 18 next, subject to the 
further right of adjournment. The postponement was made 
on account of an injunction issued by the Circuit Court of 
Anne Arundel County, on application of the Attorney- 
General of Maryland, acting for the state, which is a large 
stockholder in the road. 


Mail Service Extensions. 
Mail service has been ordered over new railroad lines as 
follows : 
Marquette, Houghton & Ontonagon, service extended 
from L’ Anse, Mich., to Houghton, 31 miles. 


Order of Railway Conductors. 

The Grand Division of the Order of Railway Conductors 
ended its annual session in Boston, Oct. 27, by the election 
of officers and the transaction of other routine business, It 
was decided to hold the next convention in Louisville, Ky. 

On Oct. 26 the delegates, on invitation of the Old Colony 
Railroad Co., took a trip to Plymouth, visiting the points of 
historic interest in that town. 


American Society of Mechanical Engineers. 


The fifth annual meeting of this Society will be held in 
New York city, beginning on Wednesday, Noy. 5. The 
following programme has been published: 

Wednesday, Nov. 5.—Evening, business meeting and ses- 
sion for reading of papers. 

Thursday, Nov. 6.—Morning and afternoon, sessions for 
reading of papers and discussion. Evening, visit to the 
American Institute Fair. 

Friday, Nov. 7.—Morning, excursion to Paterson, N. J., 
where the Rogers, the Cooke and the Grant locomotive 
works, the Passaic Roijling Mill and a silk mill will be visited. 
Afternoon, visit to the Stevens lustitute of Technology in 
Hoboken, N. J. Evening, business meeting. 

Among the papers to be presented at this meeting are the 
foLowing: W. F. Durfe>, ‘‘The Experimental Steel-Works 
at Wyandotte;” R . Hunt, “*The Original Bessemer 
Steel Plant at Troy;” A. C. Hobbs, “ Locks and their Fail- 
ings;” William Hewitt, ‘‘A Novel Form of Hammer Die:” 
F. A. Scheffler, ‘‘ New Method of Constructing a Horizontal 
Tubular Boiler;” T. D. West, ‘Sound Castings;” C. J. H. 
Woodbury, ‘‘ Measurements of Friction;’ R. H. Thurston, 
‘On the Sliding Friction of Rotation;” F. W. Halsey, ‘‘A 
New Rock- Drill;” William Kent, ‘‘ Factors of Evaporation 
for Use in Tests of Steam-Boilers;” J. M. Ordway, ‘“‘ Experi- 





ments on Non-Couducting Coverings for Steam-Pipes,” 


Western Society of Engineers. 
The 196th meeting was held in Chicago, Oct. 21, Vice- 
President Wright in the chair. 

The minutes of the preceding meeting were read and ap- 
proved. 

The Secretary read a letter from the St. Louis Engineers’ 
Club urging this society to remain a member of the Associ- 
ation of Engineering Societies. 

The Secretary also read a letter, addressed to the Presi- 
dent, from Mr. J. F. Holloway , President of the Civil Engi- 
neers’ Club of Cleveland, requesting the society to reconsid- 
er its action of withdrawal from the Association and in- 
closing a series of resolutions to the same effect adopted by 
the Club. 

It was voted that these communications be received and 
placed on file. 

After discussion of the subject matter of these communi- 
cations the following preamble and resolutions were adopt- 


‘* Whereas, Since the vote to withdraw from the Associa- 
tion of Engineering Societies, it is believed that many mem- 
bers who then favored withdrawal have changed their 
views; and 

‘* Whereas, The other participating societies have urg- 
ently requested us to retain our membersbip. 

** Resolved, That members are hereby requested to pre- 
sent written opinions on the question of remaining a mem- 
ber of the Association and that at some meeting not earlier 
than Dec. 2 a vote be taken on this question.” 

The paper by Mr. Wright on ‘Street Railway Joints,” 
published in the Journal for September, was taken up for 
discussion, after which the meeting adjourned. 








ELECTIONS AND APPOINTMENTS. 


Canadian Pucific.—Mr. Edward Holloway has been ap- 
potased General Foreign Freight Agent, with office in Mon- 
treal. 


Central Massachusetts.—At the annual meeting in Bos- 
ton, Oct. 29, the following directors were chosen: Samuel 
H. Aldrich, Marlboro, Mass.; Lyman Hollingsworth, Co- 
bassett, Mass.; J. Edwin Smith, Worcester, Mass.; Elisha 8S. 
Converse, Malden, Mass.; Wm. M. Gaylord, Northampton, 
Mass.: Henry F. Hibbs, Amherst, Mass.; Thomas H. Per- 
kins, Henry Woods, Wm. T. Parker, Moses W. Richardson, 
Samuel Atherton, Boston. 


Chesapeake, Ohio & Southwestern.—Mr. James L. Frazier 
is appointed Superintendent, with office at No. 258 West 
Main street, in Louisville, Ky. The superintendents of the 
Transportation, Mechanical and Road departments will re- 
port to him, and bis directions in regard to all matter per- 
taining thereto will be respected and obeyed. 


Chicago & Northwestern.—The following circular from 
the office of second Vice-President and Genéral Manager 
Mr. Hughitt is dated Chicago, Oct. 27. 

“The following appointments are announced to take effect 
Nov. 1 proximo: H.C. Wicker, Traffic Manager; W.H. 
Stennett. Assistant to the General Manager ; R. S. Hair, 
General Passenger Agent. 

‘‘The General Freight, Ticket and Passenger Agents will 
report to the Traffic Manager, who will report to the Second 
Vice-President and General Manager.” 


Decorah, Rochester & Red River.—The officers of this new 
company are Wm. H. Vallen, President; Hiram Thornton, 
Vice-President; Reuben P. Wales, Treasurer; George A. 
Adams, Secretary. The office is in Decorah, Iowa. 


Tilinois Central.—Mr. F. W. Baker is appointed Acting 
Master Mechanic of the Southern Division in place of Mr. 
E. D. Anderson, who has gone to the Louisville, New Or- 
leans & Texas road. Mr. Baker was recently General Fore- 
man of the McComb City shops. 


Louisville & Nashville.—Mr. R. C. Burkhart bas been ap- 
pointed Superintendent of Transportation, a new office. 


Louisville, New Orleans & Texas.—Mr. C. J. Birdsong 
has been appointed Superintendent of the Northern Division, 
from Memphis to Vicksburg. He has been in the construc- 
tion department for some time. 


Maryland Central.—Mr. John C. Wrenshall has been ap- 
pointed Receiver by the Maryland Circuit Court. 


Michigan Central.—Mr. James D. Earle has been ap- 
pointed Traveling Freight Agent, with headquarters. in De- 
troit. 


Missouri Pacific.—Mr. W. F. Towne is appointed General 
Eastern Freight and Fassenger Agent, with office at No. 243 
Broadway, New York, in place of W. M. Clarke, resigned. 


Mobile & Ohio.—Mr. Edward Lister is appointed Train 
Dispatcher, with office at Jackson, Tenn He was recently on 
the Texas & Pacific road. 


Nantucket.—At the annual meeting in Boston, Oct. 23, 
the following directors were chosen: James W. Cartwright, 
Charles F. Coffin, John Dorr, P. H. Folger, John H. Norton. 
The board elected John Dorr President; John H Norton, 
Clerk and Treasurer; P. H. Folger, Superintendent. 


New York, Lake Erie & Western.—Mr. C. V. Merrick is 
appointed Chief Train Dispatcher at Elmira, N. Y., in place 
of C. C. Scott, resigned. 


New York, West Shore & Buffalo.—Mr. W. W. Wheatley 
is appointed Chief Train Dispatcher of the Buffalo Division 
in place of Isaac H. McEwen, resigned. Mr. Wheatley was 
recently on the Chicago & Northwestern road. 


Ohio & Lake Erie.—Mr. W. W. Reed, of Erie, Pa., is 
President of this new company. 


Order of Railway Conductors.—At the annual convention 
in Boston. last week, the following officers were chosen: 
Assistant Grand Chief Conductor, E. H. Belknap, Gales- 
burg, Ill.; Grand Junior Conductor, W. H. Durbin, Mil- 
waukee, Wis.; Grand Inside Sentinel, W. O. Moore, Port- 
land, Oregon; Grand Outside Sentinel. H. C. Cronin, Bos- 
ton; Grand Secretary and Treasurer, W. P. Daniels, Cedar 
Rapids, Ia. ; Member of Executive Committee, Hiram Herty, 
China, N. Y.; Member of Insurance Committee, Wm. H. 
Ingraham, St. Thomas, Ontario. 


Pullman's Palace Car Co.—The duties of Manager of the 
shops at Pullman will be hereafter performed by Mr. W. 
E. Barrows, Assistant to the President. Mr. H. L. Spaul- 
ding, Manager of the Detroit shops, will be Superintendent 
of sleeping and passenger car construction at Pullman, Mr. 
F. J. e Bradley, his Assistant Manager in Detroit, will act 
in the same capacity at Pullman. Mr. A. Rapp has been 
transferred from Pullman to Detroit and will have charge of 
the works there. 


St. Louis Bridge.—Mr. W. G. Broughton has been ap- 
pointed General Freight Agent. 


St, Louis Union Depot.—Col. Joshua Hill, General Super- 
intendent of the Vandalia Line, has been chosen President 





of the board, 
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Sharpsville.—Mr. Thomas M. King has been chosen Presi- 
dent and General Manager. He is also General Manager of 
the Pittsburgh & Western road and Geveral Superintendent 
of the Pittsburgh Division of the Baltimore & Ohio. Mr. 
W. C. Agnew is appointed Assistant General Manager. 


Texas & St. Louis.—At the annual meeting in Pine Bluff, 
Ark., Oct. 21, the following directors were chosen: S. A. 
Bemis, Wm. Black, 8S. W. Fordyce, G. B. Hibbard, J. W. 
Paramore, John Parham, A. C. Stewart, N. T. White, V. 
D. Wilkins. The board elected officers as follows: Presi- 
dent, J. W. Paramore, St. Louis; Vice-President, S. W. 
Fordyce, Hot Springs, Ark.; Executive Committee, J. W. 
Paramore, S. A. Bemis, G. B. Hibbard and A. C. Stewart, 
Mr. P. J. Milan is a pointed General Master Mechanic, and 
Mr. M. B. Jones Master Car-Builder. Their headquarters 
will be at Pine Bluff, Arkansas. 


Texas Trunk.—At a meeting of the board in Dallas, Tex., 
Oct. 24, the following officers were chosen: President, S. J. 
Adams, Dallas, Tex.; Vice-President, J. W. White, Nashua, 
N. H.; Secretary, A. H. Stuart, Dallas, Tex.; Treasurer, 
Alfred Davis, Dallas, Texas. 


Union Pacific.—A Kansas City dispatch reports that Mr. 
Sylvester T. Smith has been appointed General Superinten- 
dent of all the company’s lines. Mr. H. O. Brinkerhoff suc- 
ceeds Mr. Smith as General Superintendent of the Kansas 
Division. 

Worcester & Shrewsbury.—At the annual meeting in 
Worcester, Mass., Oct. 26, the following directors were 
chosen: George H. Ball, H. H. Bigelow, J. H. Clarke, E. 
B. Stoddard, C. S. Turner, all of Worcester. 








PERSONAL. 


—Mr. W. J. Latta, General Agent of the Pennsyivania 
Railroad in Philadelphia, was married Oct. 23 to Miss Kate 
Bingham, of Harrisburg. 


—Mr. C. C. Seott, Chief Train Dispatcher of the New 
York, Lake Erie & Western road at Elmira, N. Y., has re- 
signed that position and will go into other business. 


—Mr. Frederick H. Gibbens, Treasurer of the Delaware, 
Lackawanna & Western Co., was married in Jamestown, 
¥. Y¥., Oct. 29, to Miss Isabel C. Sanford, of that place. 


—Mr. Isaac H. McEwen has resigned his position as Chief 
Train Dispatcher of the Buffalo Division of the New York, 
West Shore & Buffalo road. He will take some rest before 
accepting another position. 


—Mr. W. W. Snow, Superintendent of the Ramapo Wheel 
& Foundry Co., has been nominated for Congress by the 
Republicans of the 15th New York District. The district is 
a close one, but Mr. Snow’s personal popularity and eminent 
fitness for the office ought to secure his election. If all the 
railroad men who know and like Mr. Snow could have a 
chance to vote for him, he would certainly go to Congress 
by the biggest majority on record. 











TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Farnings of railroad lines for various periods are reported 
as follows: 


Nine months ending Sept. 30 : 
1854. 


1883. Inc. or Dec. P.c. 
E. Ten., Va. & G. $2,824,350 $2,904,072 D. $79,722 2.7 
Net earnings... 1,001,921 1,157,682 D. 155.76L 13.4 
Eastern .. ..... 2,697,880 2,740,789 D. -42.909 1.6 
Gulf. Col. & S. F. 1,253,452 1,428,456 D. 175,004 12.3 
N. Y., Sus. & W. 750,190 749,006 I. 1,184 5 
Norfolk & West.. 1,930,745 1,977,536 D. 46,791 2.0 
Net earnings... 807,843 7,185 D. 89,342 9.0 
Northern Cent.. 4,085,008 4,552,137 D. 467.129 10.3 
Net earnings... 1,529,981 1,785,151 D. 255,170 143 
Ohio & Miss... . 3,020,316 3.358.204 D. 337,888 10.1 
Pennsylvania..... 36.398,108 37,892,916 D. 1,494,808 3.9 
Net earnings... 13,542,265 14,076,552 TD. 534,287 3.8 
Phila. & Reading. 23,161,919 20,816,206 I. 2,345,713 11.3 
Net earnings.... 9.765.636 9,734,431 IL 31,205 0.3 
South Carolina.. 810,913 926,986 D. 116,073 12.5 
Shenandoah Val.. 57,5? 1 619,090 D. 61,56) 99 
Net earnings... 98,071 131,012 D. 32,941 25.1 
Tol., Ann Arbor 
- Seee 168,755 141,772 IL 26,983 19.0 
West Jersey...... 1,060,815 982.923 L. 77,892 7.9 
Net earnings... 437,083 395,808 L 41,275 10.4 
Eight months ending Aug. 31: 
Louisiana West.. $285,198 $350.495 D. $85,297 18.6 
Tex. & N. Orl’ns. 541,599 723,391 D. 181,792 25.1 
Seven months ending July 31: 
Cleve., Col., Cin. 
3 eee 2,102,941 $2,366,372 D. $263.431 11. 
Net earnings... 480.291 651,094 D. 170,803 26.2 
Month of “~ we ry 
Chi. & East. Ill.. $150.514 $158,061 D. 7.547 4.8 
Net earnings... 79,880 92,125 D. 12,245 13.3 
Gal, H. & San A. See Oe OUR Ie bees 
Net earnings... Saeeeeet”) "Seka | Or ee = 
Louisiana West.. 37,074 55,788 D. 18,714 33.4 
Net earnings... |) ia oti + medians one 
Tex. & N. Orl’ns. 75,592 119,310 D 43.718 36.8 
Net earnings... REE, |) demeeah.. ae netmmeees mie 
Month of September : 
E. Ten., Va. G. $369,311 $394,434 D. $25,123 63 
Net earnings... 159,201 204.982 D. 45,781 22.3 
ee ee 338.015 340,053 D. 2,038 0.6 
Gulf, Col. & 8. F. 187,745 228.292 D. 40,547 17.8 
N. Y.. Sus. & W. 95,417 90,685 I. 4,732 5.2 
Norfolk & West. 270,010 287,202 D. 17,192 6.0 
Net earnings... 54,895 158.658 D. 97 2.3 
Northern Cent... 476,811 545,727 D. 68,916 127 
Net earnings. .. 191,494 250,757 Dz 59,: 23.6 
Ohio & Miss..... 396,568 97,729 D. 101,161 20.3 
Pennsylvania .... 4,458,872 4,634,999 D. 176,127 3.8 
Net earnings... 1,887.394 ,922,364 D. 34.97 1.8 
Phila. & Reading. 2,876,451 3,333,217 D. 456,766 13.7 
Net earnings... 1,324,827 1,748,682 D. 423,855 24.2 
South Carolina.. 109,599 132,821 D. 23,222 17.5 
Shenandoah Val.. 81,474 91,726 D. 10,252 112 
Net earnings... 42,966 3,680 D. 714 2.1 
Tol., Ann Arbor 
‘So (ere 23,851 18,923 I. 4,928 25.9 
West Jersey...... 131,406 110,932 I. 20,474 18.4 
Net earnings... 49,930 24,275 I. 25,655 105.7 
Third week in October: 
Canadian Pac.... $185,000 .000 I. ,000 36.0 
Chi. & Alton .. 222,324 227,567 D. 5,243 2.3 
Chi. & East. Ilt.. 39,628 43,593 D. 3,965 90 
Chi , Mil. & St. P.. 562,000 582,416 D. 20,416 3.5 
Chi. & Nor’west. 558,500 r D. 48,100 7.9 
Chi., St. P., M. & 
gt a OPP ee 143,700 141,200 I. 2,500 1.8 
Cin., Ind., St. L. & 
a gail 51,065 55,557 D. 4,492 8.0 
Louisv. & Nash.. 306.980 330,470 D. 23,490 7.1 
Mil. & Northern. 10,950 10,660 I. 2.7 
No. Pacific.. .... 338,518 319,700 I. 18,618 5.8 
Roch. & Pitts... 24,294 17.020 I. 7,274 42.8 
St. L. & San Fran. 110,200 78,200 I. 000 41.0 
Wab., St. L& P., 401,000 381,475 I. 19,525 6.1 


Weekly reports of earnings are usually estimated in part, 
and are subject to correction by later statemants, 





Grain Movement. 

for the week conus. Oct. 18, receipts aud shipments of 
rain of all kinds at the eight reporting Northwestern mar- 

ets and receipts at the seven Atlantic ports have been, in 

bushels, for the past eleven years : 


North- -—Northwestern shipments .— 
western P.c. Atlantic. 
Year receipts Total. By rail. Byrail. receipts. 
1874.... 2,805, 3,405, 321,261 9.4 3.496,749 
1875.....5,345.597 2,589,240 1,214,492 469 3.765.499 
1876..... 4,495, 3,910,976 1,359,160 348 4,010,230 
BOTT,..00. 3,708,064 %,215.675 661,309 20.6 6,374,999 
1878..... 4,417,060 3,498,848 891,528 25.5 5.637 ,689 
1879..... 564, .729 1,387,767 932.4 = 7,571,863 
1880..... 8,666,749 5,639,944 1,874,401 33.2 7,695,300 
5. (004,019 4,747,161 2,146,046 45.2 3330,564 
1382..... 4,562,201 3,273,210 1,640, 50.1 3,892,208 
1883.....6,259,317 5,280,610 2,226,7 42.2 4,531,962 
1884..... 7,249,709 4,684,910 1,748,055 37.3 3,912,355 


Thus the receipts of the Northwestern markets for the 
week this year were 980,000 bushels more than in the cor- 
responding week of last year, and more than any other year 
except 1879 and 1880. They were, however, ,000 bushels 
less than in the —— week of this vear and the smallest 
for six weeks. The decrease was chley at Toledo and De- 
troit, which had been getting unusually large receipts. 
The shipments of these markets for this year were 596,000 
bushels less than in thecorresponding week of last year, and 
less than in- 1880°or 1881, but — than in any other 
year. They were 1,099,000 bushels less than in the previous 
week of this year, and the smallest for 10 weeks. The rail 
shipments were 756,000 bushels less than the week before, 
and the smallest for 10 weeks, which is very good evidence 
that rates were maintained. The lake shipments were but 
263,000 bushels less than the week before. The shipments 
down the Mississippi were but 32,029 bushels. 

The receipts of Atlantic ports for the week were more 
than in the corresponding week of 1881 and 1882, but less 


els less than in the previous week of this year and the small- 
est for six weeks. 
Exports from Atlantic ports for this week to Oct. 18 have 


been: 
1880. 1881. 1882. 1894. 
Fiour, bbls. 129,775 107,136 156,375 139,638 
Grain, bu. .5,549,658 2,837,246 1,846,694 1,869,455 1,592,107 
The exports were less this year than in an 
five. Wheat and flour formed 82 per cent. o 


1883. 


year. 
Coal. 


season. The feature of the trade at P 
demand for the small sizes, stove and chestnut—especially 
domestic purposes. 

The coal tonnage of the Pennsylvania 
week ending Oct. 18 was: 





The total tonnage this year to Oct. 18 was 10,506,013 
tons, against 9,672,880 tons to the corresponding date last 
year; an increase of 833,133 tons, or 8.6 per cent. 

Cumberland coal shipments for the week ending Oct. 25 
were 67,014 tons. The total shipments this year to Oct. 25 
were 2,347,243 tons, against 2,086,936 tons to the cor- 


12.5 per cent. 
The coal tonnage of the Chesapeake & Ohio Railroad for 
the nine months ending Sept. 30, was: 





shipments. 
Petroleum. 
The production and shipments of the Pennsylvania and New 


leum Reporter as follows, in barrels of 42 gallons: 


The production was exceeded in five months of the present 
year and in four months of last year. Of the total the Alle- 
gbany District, in New York, furnished 10.3 per cent.; the 

radford District, in Pennsylvania, 50.6; the Warren Dis- 
trict 22.3, and the Lower District 16.8 per cent. 

The shipments exceeded the production for the month for 
the first time in several months. 

The stock reported is all in the pipe lines; it was dimin- 
ished during the month by 343,827 barrels, which is the 
excess of shipments over production for the month. 

During September 89 new wells were completed, and 17 
dry holes are reported. The average daily production of 
the new wells was 42 barrels each. At the close of the 
month there were 179 new wells in process of drilling. 

Shipments of oil were as follows, in barrels? 





: Crude. Refined. Total. Perec 
ae 650,421 72,122 722.543 315 
Philadelphia.... .. ......... 437,280 71,096 508,376 22.2 
SMO 635.554.6006 200 00d 192,332 J 197,336 8.6 
B 76,910 682 4.3 
Cc teense 315.256 138 
Pittsburgh 81,067 3.5 
Local 368,827 16.1 
Refined at Creek refineries... 271,185 | ...... 0 oc .ceee. ee piokd 

, Re contPe § sscccace 2,292,087 100.0 


In this table the refined oil is that refined at Creek refiner- 
ies and thence shipped to the points named; the refined is 
reduced to its equivalent in crude, so that the totai repre- 
sents the amount of crude finally reaching each place. 

The Reporter says: “A review of the petroleum trade for 
the month of September is practically a history of the life 
of one well. As stated in our last issue, the most prominent 
feature of interest during the month named was the Phillips 
well on Thorn Creek. Starting off on Sept. 2 at a fair rate, 
while in the third sand, this remarkable well, upon being 
drilled into the fourth sand, rapidly increased its output to 
90 barrels an hour and has averaged about 90 barrels or 
over 2,000 barrels per day up to the date of the present 
writing, Oct. 18. While we have had larger wells, yet for 





an example of long continued and heavy production the 
Phillips well bears off the. The re for September 
ing production is on this account ly the report 


than in any other since 1875. They were also 588,000 bush- 


157,414 
other of the 


the total ex- 
ports, and the exports of these were much greater than last 


Coal tonnages for the week ending Oct. 18 are reported as 


foliows: 

1884 - 1883. Inc. or Dee. P.c 
se MEETS: 812,277 757,398 I. 84,879 11.2 
Eastern bituminous .. . 198,646 208,389 D. 9,743 4.7 
RAS is sisiiecdd ocbitiesks 43,978 59,695 D. 15.717 26.2 


Anthracite tonnage for the week was heavy. An in- 
creased demand is reported, as was to be expected from the 
resent is the larger 
the latter—sbowing that the call ut present is wholly for 


Railroad for the 


responding date last year; an increase of 260,307 tons, or 


The loss was in gas and cannel coals entirely, the New 
River and other steam coals showing a small increase in 


York oil wells for September are given by Stowell’s Petro- 


of one well. As it is, we find indicated a very considerable 
decrease in daily average, but had it not been for the Phil- 
pe gusher there would have been a clear decrease in the 
diurnal output of 5,000 barrels, a drop of greater dimen- 
sions than has occurred for many months.” 

Cotton. 
Cotton movement for the week ending Oct. 24 is reported as 





follows, in bales: 
Interior markets: 1884. 1883. Inc. or Dee. P. c. 
EEE Pr Tt 159,808 145,330 I. 14.478 9.9 
PORONE si a 42 wes ctedsiicecs 122,951 101,314 I. 21,637 21.4 
eS rT 129,511 236,986 D. 107,475 45.7 
Seaports. 
SRG: siictclawe {neemedsonn 285,112 252,845 I. 32,267 12.8 
rere ..- 156.667 120,329 I. 36,338 30.3 
ee | ree 542,237 723,186 D. 180,949 25.0 


The total movement from plantations for the cotton year 
(from Sept. 1) to Oct. 24 is estimated at 1,311,047 bales; 
the decrease, as compared with last year, is 150,004 bales; 
the decrease, as compared with 1882, is 24,508 bales; and 
with 1881, 144,717 bales. 


Passenger Rates. 
Rates from New York to Chicago continue unchanged, the 
West Shore and Lackawanna still selling first-class tickets 
at $15, while the New York Central retains its first-class 
rate of $16.50. The Pennsylvania has not yet joined in the 


war. 

The local war between the West Shore and the New York 
Central continues hot. The West Shore-has applied the lo- 
cal rate of 1 cent per mile to tickets between ints on the 
Hudson River Division and stations west of Albany, as well 
as to tickets to and from New York, and the Central follows 
this reduction. Some pressure has been brought to bear on 
the West Shore Receivers to restore rates, but they claim 
that the reduction is largely increasing the earnings of the 
road, and they have the support of the great majority of the 
bondholders. 

In the Kansas City war an agreement was reached on 
Oct. 25 by which full rates between Chicago and Kansas 
City were restored, and the agreement renewed. The ques- 
tion of fines imposed under the old agreement, which was 
the moving cause of the trouble, was referred to arbitra- 


tion. 
Chicago-Ohio River Pool. 

At a meeting held in Chi , Oct. 22, a report was pre- 
sented by the Committee on Divisions which was discussed 
and objected to, and the question finally referred to Messrs. 
Malottand Richardson, who are to prepare a new division. 
The pool was extended for three months from Nov. 1, The 
question of further extending the pool to take in the Illinois 
Central and the Wabash was discussed, but not acted on. 


Cincinnati-Florida Passenger Line. 


An agreement has been concluded by which through sleep- 
ing cars will be run during the winter between Cincinnati 
and Jacksonville, Fla.. over the Cincinnati, New Orleans & 
Texas Pacific from Cincinnati to Chattanooga, the East 
Tennessee, Virginia & Georgia from Chattanooga to Jesup, 
Ga., and the Savannah, Florida & Western from Jesup to 
Jacksonville. 


Rates on Live Stock and Dressed Beef. 


oal. Coke. Total. | The arguments on the question of a readjustment of the 
Line of road ........ i ac iar 142,186 41,732 183.918| rates on live stock and dressed beef were begun in New 
From other lives ........ ....... .- 72,4 2,246 74,680 | York Oct. 29, before the arbitrators, Judge T. M. Cooley, 
—ieetiien |. ——— | Mr. G. F. Swift and Mr. 8. W. Allerton. 
, ees oer Te 214,620 43,978 2E8,598 








RAILROAD LAW. 


Transfer of Property Does Not Extinguish Prior 
Liens. 


In the case of the cross-bill of Josiah Fogg, filed in the 
suit of Blair against the St. Louis, Hannibal & Keokuk Co., 
the United States Circuit Court in St. Louis overrules the 
demurrers filed, and leaves the cross-bill to come up on its 
merits. The Court says, in its opinion : 


1884. 1883. Decrease. P.c.| ‘ A former railroad corporation being largely indebted, 

oe... SEES * Oe iene a4 4 a transferred to another corporation all of its assets. ‘The 
eM Ree ek ithe Ais ae a | ae ~~ | latter corporation proceeded with the contemplated and un- 
RE Ay PFET e 683,158 748,183 65,025  8.7| finished work, taking possession of all the railroad bed, etc., 


of the prior corporation with notice of the respondent’s de- 
mand, not then reduced to judgment. It subsequently 
issued a mortgage to secure its bonds, and the plaintiff filed 
his bill to foreclose the same, with an intervening receiver, 
duly ee The bill makes the respondent a defendant 
and he has answered setting up his demand now reduced to 
judgment, and by a cross-bill praying for a decree estab- 
lishing his demand as a lien prior in right to the mortgagee, 


: 1884. 1883. Inc. or Dec. P.c. | as against so much of the property of the old corporation as 
Production nee 3.968.200 1,913,370 I. 34,890 1.8} included in the mortgage by the new corporation, etc., 
See Sent 36) ak akoT4 Stoawer oP ooaeatt © 1-4 that a transfer of the assets of one corporation to another, 
Producing ae 21,900 ~— 17.300 Bearer y 26.6 whereby, through a mere change of name, an attempt is 


made to defraud creditors, or which would operate a fraud 
cannot be upheld against said creditors, and a transfer dis- 
abling it from its corporate duties is practically such a 
fraud, making transferree with notice a trustee, taking cum 
onere. * * 

* Eliminating all extraneous issues, the single inquiry is 
as to the respective rights of the parties contestant, under 
the facts stated. The question is not devoid of embarrass- 
ment. 

‘*The old corporation transferred to the new all its assets 
in an uncompleted enterprise, disabling itself from perform- 
ing its corporate duties. 

“ By the facilities granted by the state law concerning 
corporations, the new corporation taking all of said assets, 
preceded to finish a road which the old corporation had 
commenced and was bound to construct under the terms of 


. | its charter, including many express provisions for the state’s 


benefit. In the absence of a lien fastened on specific pro- 
perty, a purchaser or a mortgagee would ordinarily take the 
same irrespective of any demands at large against the vendor 
or mortgagor. If there were nothing further in this case the 
conclusion would be easy. 

“The Court, however, is confronted with the fact that 
there was in this case, to a large extent, a mere formal 
change of corporate names, under circumstances as hereto- 
fore decided, which made the new ration responsible 
for respondent’s claim, which has snned Sete judgment. 

“The old corporation had its duties to perform, of a pub- 
lic as well as private character, from which it could not dis- 
charge itself by a simple transfer of name or property. 
The new corporation, in taking said property, could not 
escape its consequent liabilities by any subsequent mort- 
gage. The express assumption of respondent’s demand by 

efendant may admit of question, inasmuch as the terms of 
the conveyance are that the new corporation assumed ‘all 
the debts, liabilities and obligations theretofore made or in- 
curred by or legally imposed on the said St. Louis & Keo- 
kuk Co., for right of way, station grounds, ties or bridging 
and other and valuable considerations in said convey- 
ance mentioned.’ Was not, however, the respondent’s 
mand, now j y ascertained, one of the obligations 
# Such seems to be a fair construction of the terms 
of said conveyance; but if not so, the general principle must 
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control, viz., that a grantee of corporate assets, as in this 
case, takes, cum onere; that it must, under the facts dis- 
closed, be treated as the successor of the prior corporation, 
charged as a trust as to assets received. It is charged that 
the bondholders or mortgagor knew of the respondent’s 
demand, which isan equitable lien, and prior in right. If 
they hai notice thereof they must take subordinate thereto. 

“There is also another and controlling proposition. The 
eld corporation was created by special act of the general 
assembly in 1857. Its provisions were minute and specific, 
in many essential details, not only as to obligations and 
rights of stockholders, but as to their duties respectively to 
each other and tothe public, particularly to the state, to 
which annual reports were to be made, etc., etc. The con- 
struction of the road was to be commenced within 10 years 
and completed within 20 years thereafter—a fair record of 
the whole expense of constructing the road to be kept, with 
the privilege reserved to the state to purchase the same at 
rates named at the expiration of 50 years. 

“Tt is clear that the action of the corporation in trans- 
ferring all its property thus formed was beyond its —- 
rate authority and evasive of its chartered obligations. The 
conclusive effect of what was done was to fasten a lien on 
the assets transferred prior in right to the mortages.” 








OLD AND NEW ROADS. 


Allegheny Valley.—The special master in the fore 
closure suit has submitted a lengthy report, in which he- 
finds that the bonds of the Allegheny Valley Railroad 
secured by mortgage are: First mortgage, $4,000,- 
000 ; first mortgage Low Grade Division, $10,000,000 
the Commonwealth (second mortgage Low Grade Divi- 
sion), $3,500,000 ; income bonds, $9,700,000 ; that the road 
had defaulted in the payment of interest on the bonds ; 
that as a consequence the Pennsylvania Railroad Co. under 
its contract was compelled to purchase the same, and holds 
coupons for such interest, with all the rights and privileges 
of the original holders, and that the defendant company was 
never able to contribute out of its income any money 
toward the payment of the interest on its income bonds. 
He therefore recommends that the sale of the property, 
franchises, rights, interests and credits of the Allegheny 
Valley Railroad Co. be made by the Receiver at the court- 
house in Westmoreland County on a day to be fixed by the 
Court, if the reportis sustained. The master also finds that 
the debt of the company exceeds the assets by $4,077,000. 


Atlantic & Pacific.—President Nutt states that this 
company intends to build next year 150 miles of new road 
westward from the present terminus of the Central Divi- 
sion in the Indian Territory towards Albuquerque. The 
company will need $10,000, for construction purposes, 
and half this is already secured. 


Baltimore & Ohio and the Pennsylvania.—lIu 
the United States Circuit Court in Philadelphia, Oct. 27, 
Judges McKennan and Butler filed an opinion dismissing 
the motion of the Baltimore & Ohio for an injunction 
restraining the Pennsylvania Railroad Co. from refusing 
to carry its trains through to New York. The Court 
said, after stating the facts in the case: 

“It is thus seen that two questions are raised: First, 
have the contractual relations entered into by the parties 
been terminated? Second, is it the complainant’s right in- 
dependently to the contract to have its cars accepted and 
transported over the respondent’s roads ? 

“The first question is not very important. It is quite 
plain that if the complainant was justified by the respond- 
ent’s acts after May 13, in postponing arrangements for the 
change contemplated by the notice of that date, the justifi- 
cation ceased on receiving the notice of Oct. 3 through the 
Philadelpbia, Wilmington & Baltimore Railroad Co. 
Counting from the latter date, as we think, in view of all the 
circumstances, should be done, the 30 days will soon expire. 

‘The second question is one of unusual importance. To 
justify interference by injunction, at this stage of the liti- 
gation, the right of the complainant to have what it de- 
mands of the respondent must be entirely clear. That it is 
not clear, but open to very grave doubt, is quite plain. It 
is unnecessary and would unwise at this time to say 
more respecting it. The suggestion that the Court is simply 
asked to preserve the existing relations of the parties until 
final hearing is without force in view of the fact that these 
relations are the result of a contract which provides for 
their termination at this time. 

‘* If the respondent will signify its willingness to accept 
and transport the complainants’ cars between Philadelphia 
and New York, as provided by the contract, until and in- 
cluding Nov. 2 next, the motion for an injunction will be 
dismissed.” 

Counsel for the Pennsylvania made the agreement re- 
quired, and after Nov. 2 the Baltimore & Obio trains will 
cease running to New York. 

The Philadelphia Ledger says: ‘‘ We learn that the Balti- 





more & Ohio Railroad, in view of the cutting off of its traf- 
fic between Baltimore and New York over the Pennsylvania 
lines, is seriously contemplating opening a new route in con- 
nection with the New Jersey Southern road, which is con- 
trolled by the New Jersey Central. The projected plan is to 
bring out a branch of the new line of the Baltimore & Ohio 
between Baltimore and Philadelphia to the shore of the 
Delaware Bay, opposite the mouth of Cohansey Creek, about 
45 miles below Philadelphia. At this point the cars can be 
transferred across by floats to the New Jersey Southern 1884 
Railroad piers, on the Jersey shore at Bay Side, and then Mesninans $2,102,941 
the road is clear to New York. The distance for transfer ess s*9s 1622.65 


across the bay is six miles.” 


If this is done it will be probably only as a temporary ex- 
ient, to make a connection without waiting for the con-| Fixed charges. 
siderable time that it will take to get the Baltimore & Ohio’s 
new line into and across Philadelphia. The track south of 
Wilmington could be laid in a comparatively short time . C 0 B 
now, but it will take some time yet to fiuish the bridge over | $157,154, showing a deficit of $130,456 for the seven 


the Susquehanna, which is necessary toany connection. 


California Southern.—The Boston Advertiser, of Oct. 
29 says: ‘Since Mr. Nickerson resigned and Mr. Peabody : 
was chosen President of the California Southern, a scheme | ported all laid from Columbus, O., southeast to a connec- 
of eee has been put forth which has already | tion with the Cincinnati, Washington & Baltimore road at 

the assent of a large nucleus of the stock and| Clinton Valley, adistance of 71 miles. No date bas yet 
ee ea oe au manee Es yenell See balsas On oak. with ‘a ae, Iilinois Central roads had determined not to make any fur- 


receiv 


cally becomes a party to it. It is proposed by the latte 


to build a connection some 78 miles in length between the | pany, completes a new route from Pittsburgh and Wheel- 
northern terminus of the California Southern and the 


cently acquired by the Atlantic & Pacific. This will giv 
the new transcontinental line an outlet at San Diego, th 


Pacific terminus of the California Southern, and this will 
be a powerful advantage in their hands for securing 
a faithful observance by the Southern Pacific of 
the contraact giving them entrance to San Fran- 
cisco over its road. Under the reorganization scheme it is 


ro) that the present bonds of the California Souther 


will be placed — the entire line, built and to be built as 
some and the bonds secured 


miles in lengt 


portant eastern trunk line connection, as originally pro- 
jected. There are rumors that some of those interested 
consider the project unduly favorable to the Atchison. Be 
this as it may, the connection proposed is the only one 
likely to be achieved, and without it the earning capacity 
of the property is exceedingly limited. The connection 


San Francisco.” 


the late terminus at Shoe Heel, N.C. Soon after Nov. 1 
regular trains will run through over the whole length of 


Work will be continued on the extension of the road south- 


Central Iowa.—The following circular has been issued 
to the stockholders : 
“The board of directors deem it for the interest of the 


tions in regard to which differences of opinion have hereto- 
fore existed, and upon which they think it desirable that 
action should be taken by the stockholders, 

“Tn order that there may be united and harmonious: ac- 

tion, the present board of directors have decided to tender 
their resignations, and a new board will be elected at such 
meeting. 

‘* Therefore, a special meeting of the stockholders is here- 
by called, to be held in the office. of the company, at Mar- 
shalltown, Ia., Oct. 29, 1884, at noon, for the following pur- 
poses, to wit : the election ofa board of directors; also, to 
vote upon the issue of consolidated bonds, secured by mort- 
gage, upon the property of the company in Iowa, and upon 
the tine in Illinois controlled by this company, and the rati- 
fication of the mortgage which has been already executed to 
secure such bonds ; also, the ratification and confirmation 
of the action of the joint committee of bondholders at their 
meeting held on June 7, 1882, in transferring to the stock- 
holders the voting power of the company, and of the sev- 
eral amendments to the articles of incorporation of the com- 
pavy, made on Nov. 19, 1881, and on June 7, 1882; and 
also authorizing the board of directors to guarantee the 
bonds of the Keithsburg Bridge Co., and agree upon a tariff 
upon freight and passengers to secure the payment of inter- 
est upon such bonds, and provide for the ultimate acquisi- 
tion of the bridge by this company, without encumbrance.” 
This is the result of a compromise. The Sage-Sully 
directors resign, leaving the field clear for the election of a 
new board, and the Boston party agree to approve the con- 
solidated mortgage and the guarantee of the Keithsburg 
Bridge bonds. All matters in dispute between the railway 
company and the construction company are to be referred 
to arbitrators. The new board of directors has been agreed 
upon, and it is understood that Mr. Elijah Smith will be 
President. 


Central, of New Jersey.—The Dinsmore suit to set 
aside the lease of this road to the Philadelphia & Reading 
Co. came up again on final hearing in the United States 
Circuit Court in Philadelphia, Oct. 27. Thecase was argued 
at some length by counsel on both sides, and the Court re- 
served its decision. 
Reports are current that the lessee will not pay the interest 
due Nov. 1 under the lease. No notice of payment has been 
= yet, but the probability seems to be that it will be 
paid. 


Central Pacific.—Tbis company adopts the Standard 
Time system on Nov. 1, when all trains on its lines west of 
Ogden & El Paso will be run by 120th meridian or Pacific 
Coast time, under that system. 


Chicago & Eastern Illinois.—This company’s state- 
ment for August and the two months of the fiscal year from 
July 1 to Aug. 31 is: 





-—- — August. -—-Two months.—, 

1884. 1883. 1884. 1883. 
Earnings......,.... ....$150,514 $158,061 278,906 $278,754 
po ree 70.633 65,936 142,393 134,090 


Net earnings......... $79,881 $92,125 $136,513 $144,664 
Per cent. of expenses.. 46.8 41.7 51.0 48.1 

For the two months the gress earningsincreased $152, and 
the expenses $8,303, or 6.2 per cent., leaving a decrease of 
$8,151, or 5.6 per cent., in net earnings. 


Cincinnati, Hamilton & Dayton.—The following 
statement is made for the six months of the fiscal year from 
April 1 to Sept. 30 : 


prc eae er ee . $1,466,350 
Expenses (63.9 per cent.)........ c22 cee cee eeeeeeceenes 937,099 
ST eee erry cere $529,251 
Interest and guaranteed dividends.................-++.+5+ 334,168 
RE ROE EY POET ETS POE PET EET eee eee ee $195,083 


This surplus is sufficient to pay the semi-annual dividend 
of 8 per cent. on the common stock (which takes $105,000) 
and leave asurplus of $90,083 for the half-year. 


Cleveland, Columbus, Cincinnati & Indianap- 
olis.—This company makes the following statement for the 
seven months ending July 31: 

1882. Inc. or Dec. r, 
$2,366,372 D. $263,431 1 
650 1,715,278 D. 92,628 E 


Net earnings. $480,291 $651,094 D. $170,803 26.2 
376,748 a 76,845 20.4 


453,593 
Surplus...... $26,698 $274,346 D. $247,648 90.3 


Expenditures this year for additions to property were 


Th 


c. 
7: 
Expenses...... 4 


~) 











months, against a surplus of $45,242 last year, when the 
sum of $229,104 was paid on property accounts. 


Columbus & Cincinnati Midland.—The track is re- 


r 


e | between the company’s Cincinnati and Chicago lines which 
e | may be very convenient. 


n 


the road from Greensboro, N. C., to Bennettsville, 159 miles. | Per cent. of exps. 5 


ing to Cincinnati, the distance from Pittsburgh to Cincin- 
Mojave Division of the Southern Pacifié, which was re-| nati being 318 miles. It also makes a loop or connection 


become the owner of one-half of the stock. If this scheme | on the consolidated and general mortgage bonds, and will 
is carried out, it will give the California Southern an im- | now be in default on all its issues. 


Detroit, Grand Haven & Milwaukee.—The Su- 


preme Court of Michigan has rendered a decision in the suit 
brought to test the validity of the charter of this company 
affirming its legal existence as a corporation. 


East Tennessee, Virginia & Georgia.—This com- 


may not greatly enhance this capacity, unless for some | pany makes the following report for September and three 
reason the traffic of the interior shall prefer San Diego to | months of its fiscal year from July 1 to Sept. 30: 


SO eet coe ss a 
Cape Fear & Yadkin Valley.—Track on this road is oa L883. 884. 4 sa 
now laid to Bennettsville, S. C., 24 miles southwest from awe ian ie re tet aa eee 








Net earnings... $159,201 $204,982 $1,001,921 $1,157,682 
6.9 48.1 64.5 60.1 


For the three months this shows a decrease of $79,722, or 


ward. 2.7 per cent., in gross earnings, and of $155,761, or 13.4 per 
cent., in netearnings. The expenses increased $76,039, or 


4.4 per cent. for the same period. 
Grand Trunk.—A dispatch from London, England, 


company that a special meeting of the stockholders should | Oct. 23, says: ‘‘The regular semi-annual meeting of the 
be held for the purpose of taking action upon certain ques-| Grand Trunk Co. was held to-day. There was a large at- 


tendance and muchexcitement. Sir Henry Whatley Tyler, 
member of Parliament, was cheered and bissed upon moving 
the adoption of the company’s report. He complained the 
company had been venomously and anonymously attacked 
the past year, but he was unable to disguise the fact 
that the working of the road the past half year had 
been unsatisfactory. Every elemant, he said, had been 
adverse. It was not the directors’ fault the road 
bad not been more successful, but was due to de- 
fective harvests and commercial depression. Other com- 
petition in through rates also helped to diminish the revenue. 
The report shows a deficit as compared with the report for 
the corresponding half year of 1883 of £48,000 in passen- 
ger traffic, and £174,000 in freight traffic, but a saving of 
£147,000 had been effected in working expenses. Tyler 
said he was hopeful of improvement, because there are now 
three roads running to New York. With regard to the 
distribution of the pool, although Adams’ award was averse 
to the company, he was happy to say the case would be 
reheard, and there was no doubt the decision would be 
reversed. Lord Claude Hamilton, who has recently re- 
turned from Canada, gave an excellent account of the con- 
dition of the line and its rolling stock.” 


Gulf, Colorado & Santa Fe.—At the recent annual 
meeting President Sealy made the following statement to 
the stockholders: ** Your board of directors having changed 
_— fiscal year to end Dec. 31, instead of July 31, and 
aving directed also that the general statement of the busi- 
ness of the past 12 months be included, in accordance with 
this change, with the five months extending from July 31, 
1884, to Dec. 31, 1884, making 17 montbs in all, relieves 
me from presenting at this,time any extended report of the 
operation of the road for the past 12 months. The past 
year’s business in Texas has been disastrous to all railroad 
companies. The very short crops, together with the great 
depression in all kinds of trade, have reduced our gross 
earnings, so thatin your next general statement there will 
be a very little surplus left for the stockholders. The small 
business in Texas the past year induced unhealthy competi- 
tion, which resulted in lowering the rates for carrying freights, 
when full rates should have been received. We cannot be 
held in any way responsible for cutting rates. It has been 
the policy of this company to make fair rates, and to main- 
tain them, but when competing lines, for the purpose of 
securing additional business, offer to doit at reduced rates, 
we must, of necessity, follow. Weare pleased to state, how- 
ever, that to cover the present and coming season’s business, 
the general managers of the principal competing lines of 
road in Texas bave entered intocontracts advancing rates 
of freight, and agreeing to maintain them, on the basis of a 
fair division of business at all competing points, so that even 
with no more business the coming year than we have had 
the past, our net revenue will be much larger. 
“Anticipating much more business than we received, a 
large amount of money was expeuded on the road-bed, in 
widening cuts, filling embankments, renewing ties, etc., and 
the road is in such good condition now that it can be main- 
tained at a much less expense than in the past. Fifteen 
thousand tons of 60-lb. steel rails have been purchased and 
are now being put down on the main line of road in place 
of the 56-lb. iron rails in use. When this is all down, a 
large saving of expense will be accomplished. 
‘The right of way through the Indian Nation has been 
secured from the general government, but up to the present 
time your directors have not thought it advisable to do any- 
thing toward extending the road in that direction. The 
condition of the privilege is that 100 miles of road shall be 
completed within three years. There is now under contract 
for construction about 10 miles of new road, extending on 
the Northeastern Branch from Montgomery toward the 
International & Great Northern Railroad. The principal 
object of this extension is to get further into the timber 
country to supply ourselves with lumber. The policy of the 
management has been to keep the road-bed and rolling stock 
in good-condition, se that life and property intrusted to its 
care would have safety and protection. To do this, and to 
provide for the fixed charges on the road during the preva- 
lence of bad crops and depressed trade, it has become neces- 
sary to economize in all directions, and we have had to ask 
our employés to share the hard times with us Ly reducing 
their wages, promising them an advance again when busi- 
ness justifies it.” : 


Houston, East & West Texas.—The earnings of this 
road for the year ending Sept. 30 were as follows: 


Gross earnings ($2,167 per mile)... ........ scesee wees $393,404 
Marpensdes 64,6 PEF CONE.) ...0..crsccccsecececsess Suswees 135,385 
Net earnings ($1,200 per mile)............. ccc. sees eens $168,019 


Work is now in progress on the extension of the road 
from Nacogdoches to Shreveport. 


Illinois Central.—The Chicago Inter-Ocean of Oct. 23 
savs: ‘Some important information was received here 
yesterday in regard to amatter of considerable interest to 
Chicago and the traveling public. The report was to the 
effect that the managements of the Michigan Central and the 


ther attempts to secure the lake front property, but would 
build a new depot of stately dimensions upon the site of the 
present passenger station. It was stated that architects are 
now at work upon the plans, and that the building would 
not cost much less than $1,000,000. It is expected that 
work will be begun early during tbe coming spring, and that 


Decorah, Rochester & Red River.—This company | the building will be rapidly pushed to completion. This is 
has been organized to build a railroad f:om Decorah, Ia., | an outline of the report received here, and while it comes 
northward by Rochester, Minn., to St. Paul, with a branch | from & reliable source, it is not official. Mr. J. C. Clarke, 
or branches to some point on the Red River. It issaid to} President of the [Illinois Central Road, could not be seen, 
be organized in the interest of the Burlington, Cedar Rapids | and President H. B. Ledyard, of the Michigan Central, is 


: pathy - and Northern Co., which has just completed a line to| out of the city. Other officials had received no advices. * 
shall be retired and non-cumulative income bonds be issued Tjacorsh. : 


in their stead. Then a first mortgage for $10,000 a mile 


Jackson Branch.—This road is now completed, and 


Denver & Rio Grande.—It is announced that the | will soon be formally opened for traffic. It extends from 








roposed, h 
y it will be taken at par by the Atchison, which will also 


coupons due Nov, 1 on the $6,382,500 first-mortgage bonds} the town of Jackson, the county seat of Cape Girardeau 
will not be paid, The company had previously defaulted County, Mo., southward to Allenville, on the Belmont 
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Branch of the St. Louis, Iron Mountain & Southern road, a 
diStarce of 16 miles, througb a thickly settled farming 
country. 


Kansas City, Fort Scott & Gulf.—The following cir 
cular from the General Manage1’s office of this road is dated 
Kansas City, Oct. 22: ‘* The Pleasant Hill & De Soto Rail- 
road baving, by purchase, become the property of the 
Kansas City, Clinton & Springfield Railroad Co., will until 
furtber notice be opera for account of that company b 
the Kansas City, Fort Scott & Gulf Railroad Co. Employ és 
will report to, and receive instructions from, the officers of 
that company in their respective departments.” 


Maryland Central.—In the Circuit Court at Towson- 
town, Md., Oct. 24, Messrs.Spence, Brown, and others, trus- 
tees under the mortgages, filed a bill asking for the appoint- 
ment of a receiver. The Ci urt granted the application, and 
appointed Joun C. Wrenshall Receiver. The road is of 3 ft. 
gauge, and extends from Baltimore to Delta, Pa., 45 miles. It 
was completed last January. The funded debt consists of 
$600,000 first and $300,000 second mortgage bonds, of which 
only $400,000 firsts have been sold, the balance and all of 
the seconds being pledged as security for loans. The road 
has not yet had time to develop much business. 


Mexican Railroad N« tes.—The following notes are 
from the Mexican Financier of Oct. 18: 

Mr. Theophilus Masac has recently arrived in this city 
(Mexico) as Agent for the Missouri Pacific and controlled 
lines. 

A new route for tourists in Mexico bas been opened by 
the establishment of a stage line between Saltillo and San 
Isidro by Daniel Sada, of Saltillo. San Isidro is a station 
on the Mexican Central Railroad, about 125 miles north of 
Fresnillo, and only 75 miles from Saltillo, the terminus of 
the Mexican National, so that by this means the journey 
from Laredo to the City of Mexico can be made in five days 
ata cost of about $70. The trips will be made under the 
following conditions. On the 24th of each month a coach 
will leave Saltillo for San Isidro station, carrying all 
persons who shall apply for passage; on tbe 11th an- 
other coach will leave in the same manner, but in either 
case only in the event that at least four persons apply for 
passage. On any other day a coach will be ready to make 
the same trip, if requested by at leas; two passengers, and 
upon the condition that they subject themselves to rules es- 
tablished by the line. For American tourists who come to 
this city via the Atchison, Topeka & Santa Fe and the 
Mexican Central, this route will afford a pleasant diversion 
on the return trip, giving them an opportunity to pass 
through northeastern Mexico and to visit the interesting 
towns of Saltillo and Monterey. The former is noted for 
its equable and healthy climate, beautiful mountain scen- 
ery, pure water and fine fruits. Visitors from Mexico to 
the New Orleans Exposition, next ‘winter, will find this a de- 
sirable route to take, either going or coming. The journey by 
coach will not be arduous, as it requires but two aays, with 
no night travel. 


Minneapolis, Sault Ste. Marie & Atlantic.—This 
road is now completed to Bruce, Wis., 11 miles eastward 
from the last point noted, and 46 miles from the western 
terminus at Turtle Lake. Regular trains will begin run- 
ning Nov. 1, over this section of the road. 


Mitchell, West Baden & French Lick.—This com- 
any bas been organized to build a railroad from Mitchell, 
nd., to French Lick Springs, a distance of 20 miles. The 

springs at French Lick are becoming quite a popular resort. 


New York & Long Branch.—The suit of the Penn- 

sylvavia Railroad Co. to make permanent the injunction re- 
straining this company, the New Jersev Central and the 
Reading from breaking the contract for the joint operation 
ot the Long Branch road came up again in the United States 
Circuit Court in Philadelphia, Oct. 28. It was generall 
upposed that the agreement made last summer settled this 
suit, but it now appears that this was not the case. Argu- 
ments were continued on Oct. 29, the Reading counse) claim- 
ing that the contract was illegal in itself and had besides 
never been properly ratified. 

A dispateb from Philadelphia, Oct, 29, says: ‘‘ Before 
Wayne MacVeagh, of counsel for the Pennsylvania Rail- 
road Co. in the legal battle with the New Jersey Central to 
obtain the New York & Long Branch Division, had 
finished bis argument before Judge McKennan to-day, the 
Court suggested that the matter had better be adjusted 
amicably. He intimated that a new contract, based on the 
pooling of the business and devoid of the features com- 
plained of by the New Jersey Central, should be made. Mr. 
MacVeagh said that the Pennsylvania was anxious to make 
such an agreement, and Franklin B. Gowen, for the Jersey 
Central, said that his company, too, was anxious to come to 
terms. Upon this statement the Court adjourned the hear- 
ing. The Judge said, however, that if the opposing com- 
panies should not arrive at an agreement he would hear 
Mr. MacVeagh’s argument and pass judicially upon the 
matter.” 


New York, Philadelphia & Norfolk.—The tra*k 
on this road is now laid to Cape Charles City, Va., the south- 
ern terminus, 73 miles from Pocomoke, where the new part 
of the line begins, and 104 miles from _ the connection with 
the Delaware Railroad at Delmar. The company, includ- 
ing its purchase of the old Eastern Shore road, now owns 
120 miles of road, the main line from Delmar to Ca 
Charles City and a branch from King’s Creek, Md., to Cris- 
field, 16 miles. The road will be opened for business as soon 
as the ballasting is completed, when trains will be run 
through from Philadelpbia to Cape Charles City, and a ferry 
established thence to Norfolk. 

The company has made an agreement for exchange of 
business with the Seaboard & Roanoke road and the Sea- 
board Air Line, including that road, the Raleigh & Gaston, 
the Raleigh & Augusta and the Carolina Central roads. It 
is expected also that some traffic agreement will b2 made 
with the Norfolk & Western road. It is the intention to use 
ferry-toats which will transfer cars to and from Norfolk 
without breaking bulk. > 


New York, West Shore & Buffalo.—Russell Sage, 
Cyrus W. Field and other bondholders have addressed a re. 
monstrance to the Receivers and to the Trustee against the 
cutting of rates, claiming that this action is damaging to 
the road. They further threaten legal action for the re- 
moval of the Receivers, or to compel them to adopt a differ- 
ent policy. On the other hand the Receivers claim that the 
low rates have largely increased the earnings of the road, 
and their course has been approved by the committee rep- 
resenting a Jarge majority of the bondholders. Under these 
circumstances it is not probable that the Court would take 
any action. ‘ . 

he Receivers report that the road is now comeing a con- 
siderable surplus over its working expenses, for the first 
time since it was opened. , 

Reports have been current in New York of the formation 
of asyndicate which will offer to lease the road and so take 
it out of the possession of the Receivers. It is not clear, how- 
ever, that the syndicate as proposed could give guarantees 
which would be acceptable to the majority of the bond- 


holders or to the Court. The indications are that a large 
proportion of the bonds are now held by parties who intend 
to keep them and to join in the reorganization of the 
company. 
Norfolk & Western.—This company makes the follow- 
me — for September and the nine months ending 
ao deur -——September.——. —-—Nine months.—-— 
1884. 1883. 884. 1883. 


Gross earnings.. .... $270,010 $1,930,744 $1,977,536 





Expenses.... ........ 115,115 128,544 ~ 3,122,901 ~ 1,080/351 
Net earnings... .. $154,895 $158,608 $807,843 $897,185 
Per cent. of exps ... 43 45 58 55 


For the 1 ine months there was a decrease in gross earn- 
ings of $46,792, or 2 per cent.; an increase in expenses of 
$42,550, or 4 per cent., and a resulting decrease in net earn- 
ings of $89,342, or 9 percent. The mileage for September 
was 503 miles in both years; for the nine months, 503 miles 
this year and 464 miles last year. 


Northern Central.—This company’s statement for 
Pee and the nine months ending Sept. 30 is as fol- 
OWS: 

——September.—, ——-Nine months.——, 

1884. 1883. 1884. 1883. 
Gross earnings........$476,811 $545,727 $4,085,008 $4,552,137 
Operating exps.. .... 252.376 279.629 2,276,005 2,495,028 
Fxtraordinary exps. 32,941 15,341 279,022 271,958 


Total expenses..... $285,317 $294,970 $2,555,027 $2,766,986 
Net earnings ...... $191,494 $250,757 $1.529,981 $1,785,151 


The result for the nine months wasa decrease of $467,129, 
or 10.3 per cent., in gross earnings, and of $255,170, or 14.3 
per cent.,in net earnings. Operating expenses decreased 
$219,023, and extraordinary expenses increased $7,064, 
making a decrease of $211,959, or 7.7 per cent. in total ex- 
penses. 














Northern Pacific.—Regular trains have been put on 
the branch from Portland, Or., to Kalama, which was built 
last year, but bas not been operated until now. With the 
old road from Kalama north it completes a line from Port- 
land to Puget Sound at New Tacoioa. The trains are trans- 
ferred across the Columbia River at Kalama by a steam 
ferry-boat. 


Ohio Central.—The plan of reorganization prepared 
by the bondholders’ committee, which will be issued in a 
few days, provides for the issue of $5,000,000 first-mort- 
gage 5 per cent. bonds, $3,750,000 preferred stock and $7,- 

0,000 common stock. Hoiders of the present $3,000,000 
first-mortgage bonds will receive $3,000,000 new firsts and 
$750,000 preferred stock, on paying an assessment 
of $5 per bond. Holders of the .000,000 income 
bonds will receive an equal amount in new pre- 
ferred stock on paying au assessment of $50 per 
bond. Holders of the $22,000,000 present stock will receive 
36,600,000 (30 per cent.) in new stock, on paying an assess- 
ment of $1 per share. The company will then have in its 
treasury $2,000,000 first-mortgage bonds, $650,000 common 
stock and the cash realized from assessments ($385,000 if all 
are paid, which is not likely) for the purpose of putting the 
road in good order, buying equipment and providing ter- 
minal facilities at Toledo. 

Under this plan the fixed charges of the reorganized com- 
pany will be limited to $250,000 yearly. It does not make 
any provision for the River Division securities, applying to 
the main line only. 


Ohio & Lake Erie.—It is reported that this new organi- 
zation has let a contract to a New York firm of contractors 
to build its road from Greenville. Pa., to Girard, a distance 
of —- The company intends to use the old canal as a 
road-bed. 


Oregon Railway & Navigation Co.—On the Baker 
City Branch, which is to connect with the Oregon Short 
Line, track was laid on Oct, 25 to a point 33 miles east of 
Baker City and 391 miles from Portland, leaving only 13 
miles to be completed to reach Huntington. 

Reports are current in New York that recent settlements 
of Oregon & Transcontinental loans have transferred a large 
amount of this company’s stock to Jay Gould and others, 
who will use it to control the company in the interest of the 
Union Pacific. 


Pacific Railroads and the Government.—A Wasb- 
ington dispatch says: The Commissioner of Railroads 
William H. Armstrong, has submitted to the Secretary of 
the Interior his annual report. He states that the property 
and accounts of the railroads coming within the jurisdic- 
tion of the office have been examined, the several compa- 
nies having freely accorded all proper facilities therefor, 
The total indebtedness of the several subsidized Pacific rail- 
roads to the United States on June 30, 1884,was as follows: 
Union Pacific (including Kansas Pacific), principal,$33,539. - 
512; accrued interest, $33,099,554; total, $66,689,066, 
Central Pacific (including Western Pacific), principal, 
$27,855,680; accrued interest, $26,792,145; total, 
$54,647,825. Sioux City & Pacific, principal, $1,628, 
320, accrued _ interest, $1,661,996; total, $3,290, 
316. Central Branch Union Pacific, principal, $1,- 
600,000; accrued interest, $1,645,808; total, $3,245,808; 
grand total, $127,823,015. ‘The companies are credited 


pe | with transportation services performed and money paid into 


the Treasury as follows: Union Pacific, $16,495,975; Cen- 
tral Pacific, $8,090,779; Sioux City & Pacific, $169,328; 
total, $24,888,222. Balance in favor of the United States, 
but not due until maturity of principal—1895—$102,,- 
934,794. The sinking funds of the Union, and Central 
Pacific companies, held by the Treasurer of the United 
States, under the act of May 7, 1878, amounted to $6,084,- 
099, on June 30. Union Pacific having to its credit, $3,435,- 
576, and the Central Pacific $2,648,523. 

“The financial condition of the Union and Central Pacific 
companies on June 30 was: Union Pacific liabilities, in- 
cluding capital stocks, $226,095,649 ; assets, $245,011,363 * 
surplus, $18,915,713. Central Pacific—liabilities, $180,- 
412,355 ; assets, $177,987,079 ; deficit, $2.3825.275. Tothe 
assets should be added unsold lands at water fronts at San- 
Francisco, Sacramento and Oakland, whose value is placed 
at $33,000,000. The Commissioner recommends the imme 
diate investment of the $2,000,000 belonging to the sinking 
funds of the two companies remaining uninvested, and urges 
upon Congress the importance of providing for the first 
payment of the bonded indebtedness of the several com- 
panies.’ 


Pennsylvania.—The question of the November dividend 
will not be settled until Nov. 3, as a number of the officers 
and directors are now absent from Philadelphia, making the 
yearly inspection of the road. 

The company’s statement for September shows, as com- 
ony with September, 1883, on all lines east of Pittsburgh 
an ie: : 


A decrease in gross earnings Of ...............ceees-eeeee $176,127 
A decrease in expenses of .. . ....... ..++. ike cibsuninke 141,157 





The same lines for the nine months ending Sept. 30, as 
compared with the same period in 1883, show: 


A decrease in gross earnings of..................2.06. -$1,494,808 
A decrease in expenses of..............06.0000005 «++» 960,521 
A decrease in net earnings of...................... ' $534,287 


Carrying out these differences, we have the following 
statement: 








September: 1884. 1883. Decrease. P. c. 
Earnings... ..... $4,458,872 $4,654,999 $176,127 3.8 
Expenses......... 2,571,478 2,712,635 143,157 5.2 

Net earnings... $1,887,394 $1,922,364 $34,970 —s 11. 
Per cent. of exps. 57.7 58.5 0.8 tae 

Nine months: 

ings..... .. $38,398.108 $37,892,916 $1,494,808 3.9 
Expenses. ... . . 22,855,843 23,816,364 960,521 4.0 





Net earnings... $13,542.265 
Per cent. of exps. 62.8 Wee 

All lines west of Pittsburgh and Erie for the nine months 
of 1884 show a deficiency in meeting all liabilities of $649, - 
523, being a decrease of $1,543,881, as compared with the 
corresponding period of last year. 

Philadelphia & Reading.—The Receivers’ monthly 
statement gives the following figures for the ae of the 


railroad for September and the ten months of the fiscal 
year from Dec. 1 to Sept. 30: 


—-September.- .—— ———Ten months——— 
1884 883 883. 


$14,076,552 $534,287 3.8 
62.9 0.1 


. 1883. 1884, 1883. 
Earnings... ... $2,876,451 $3.333,217 $25,459,562 $22,611,578 
Expenses....... 1,551,624 1,584,535 14,808,369 12,038,538 





Net earnings. .$1,324,827 $1,748,682 $10,651,193 $10,573.040 
Per ct. of exps. 53.9 47.5 58,2 5u.2 

The month shows a decrease of $456.766, or 13.7 per 
cent., in gross and of $423,855, or 24.2 per cent., in net 
earnings: for the ten months there was an increase of 
$2,847,984, or 12.6 per cent. in gross and of $78,153, or 0.7 
per cent., in net earnings. The operations of the leased New 
Jersey Central road are included for the full term this year, 
but for four months only (from June 1) last year. 

The operations of the Philadelphia & Reading Coal & Iron 
Co. for the same periods were as follows : 








o_o. | -Ten months.———, 
Earnings....... .. $1,574.607 $1,861,194 $13,121,405 $13,408,632 
Expenses. ......- 1,597,282 1,766,722 13'334,238 13,030,417 








Net or deficit... D. $22,675 N. .472 D. $212,833 N, 265 
P. c. of expenses. 101.4 sae AE - 101.6 salir 7 

For the ten months there was a decrease of $287,277, or 
2.2 per cent., in gross earnings, and an increase of $303,821, 
or 2.8 per cent., in expenses, ma‘ing a total loss of $591,098, 
and converting the small net earnings of last year into a 
deficit this year. 

The net result for both companies was as follows: 


-——-September.—-—, --——Ten months. ——, 


Net earnings: 1884. 1883. - 1883. 
Railroad Co. ....$1,324,827 $1,748,682 $10,651,193 $10,573,040 
Coal & Iron Co....  *22,675 94,472 *212,833 378,2 

. gener $1,302,152 $1,843,154 $10,438,360 $10,951,305 





* Deficit. 


The net loss for the month was $541,002, or 29.4 per cent. : 
for the ten months, $512,945, or 4 7 per cent., notwithstand- 
ing the additional half year of the New Jersey Central this 
year. The expenses above do not include interest or rentals, 
the net earnings being the sum from which all charges are 
to be paid. 

Holders of about $350,000 adjustment scrip, on which de- 
fault in interest was made July 1 last, bave begun proceed- 
ings to compel the trustees to sell the income boods depos- 
ited as ——— for the scrip, in accordance with the agree- 
ment under which the scrip was issued. 


St. Louis, Keokuk & Northwestern.—In the matter 
of the cross-bill filed by Josiah Fogg in the foreclosure suit, 
the United States Circuit Court overrules the demurrers 
filed, holding that certain claims presented by the cr~ss-bill 
as against the old company are liens upon the property prior 
to the mortgages made by the present company, which 
took the road subject t> these liens. 


Sharpsville.—The controlling interest in this road, 
owned by the Pierces, of Sharpsville, Pa., has been sold 
by them to the Baltimore & Ohio Co., and that company 
bas taken possession, putting in its own officers. The line 
is a coal road, extending from Sharpsville, Pa., to Wil- 
mington Junctiop, 17 miles, and connecting with a number 
of iron furnaces and mills. The intention is doubtless to 
connect it with the Pittsburgh & Westernroad. There was 
a contest over the control of this road last January between 
the Pierces and Wm. L. Scott, of Erie, in which the former 
were successful. 


Shenandoah Valley.—The statement for September 

and the nine months ending Sept. 30 is as follows: 

——September.——. ——Nine months.— 
1884. 1884. 1883. 


1883. 883. 
Meraags. ......200-+00 $81,474 '.726 $557,521 $619,090 
Expenses ..... ....-. 48,508 58,046 459,450 488,078 
Net earnings....... $32,966 $33,680 $98,07L $131,012 
Per cent. of exps..... 59.5 63.3 82.4 73.8 


For the nine months the gross aseuinge Costes $61,569, 
or 9.9 per cent., and the expenses $28,628, or 5.9 per cent., 
leaving a decrease of $32,941, or 25.1 per cent., in net 
earnings. 

Southern Kansas.—On this division of the Atchison, 

Topeka & Santa Fe lines tracklaying has just been com - 
pleted to Attica, Kan., 12 miles westof Harpar, which has 

been the terminus for several years, and 315 miles from 

Kansas City. 

Stony Clove & Catskill Mountain.—The winter 

time-table of this road shows two daily trains running each 

way between Phoenicia, N. Y¥., and Hunter. Unlike the 

other Catskill Mountain roads this line is kapt opan and 

trains run all through the winter. 


Texas & Pacific.—It is stated that holders of $12,000,- 
000 have joined in the appointment of the Philadelphia 
Committee. That committee has been given power to inves- 
tigate the company’s affairs and suggest a plan for the set- 
tlement of its differences with the bon ‘holders. 


Texas & St. Louis.—Receiver Woodward reports that 
the total amount of Receiver’s certificates authorized by the 
Court in payment for labor, supplies and equipment, has 
been $644,500. He has issued in all to Oct. 20 certificates 
amounting to $510,972, leaving $133,528 unissued. 

The order directing the payment of claims for supplies, etc., 
provided any part of the work was done or materials fur- 
nished after Sept. 1,1883, has been modifiedand restricted by 
adding thereto the words: ‘‘On subsistingcontracts neces- 
sary for thecontinued operation of the road by thesaid Re- 
ceiver; otherwise the demand will be limited to what accrued 
subsequent to said Sept. 1.” 





A decrease in net earnings Of,... .......0-+8 » > $34,970 


Toledo, Cincinnati & St. Louis.—The adjourned 
meeting of bondholders of the Southeastern Division which 
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was held in Boston, Oct, 24, was well attended. The 
committee reported a modification of the plan of organiza- 
tion re last. week, increasing the issue of first-mort- 
gage bonds from $9, to $12, per mile, and providing 
for the placing of Delphos trust bonds ou the same terms 
as first-mortgage bonds ; also, that the Fa ge issue of 
preferred stock be increased from $2,500, to $2,600,000. 
No change in regard to the rights of the income bond- 
holders was suggested. The recommendations as made were 
adopted, after some discussion, by a vote of $1,418,000 of 
the bonds against a negative vote of $5,000. 


Toledo &Indianapolis.—JudgeBaxter at Cleveland,O., 
Oct. 17, ordered that all persons claiming liens file interven- 
ing petitions within 10. days, and that all-claims be referred 
to A. J. Ricks for adjustment. Also that conflicting claims 
to bonds be adjusted by the commissioner, and that he re- 
port his finding at the next term of court. 


Union Pacific.—The following statement of net results 
for the quarter ending Aug. 31 is published: 











Net earnings, June 1 Fapeme ear $3,255,796 

Interest and dividends on investments...... 516, 
Total net incOINe.....55.6 fcc eieeee ees $3,772,465 

Fixed charges. ee EY OT at AIT ‘ nee 

Due United States............ sccerececcecce __ 814,004 1,962,808 
Surplus for the quarter..........-.. afin’ $1,809,657 


This surplus is equivalent to nearly 3 per cent. on the 
stock. ‘ 

The Boston Transcript says: ‘‘ On July 1 last the Union 
Pacific Co. had to raise $3,000,000, notes maturing in New 
York of $1,250,000, the balance being interest payments. 
The money was not raised in Wall street, nor from the Land 
Department. Messrs, Atkins, Ames, Adams and Dexter 
borrowed money on their own names in State street. These 
notes have since been paid, and they were paid because the 
Omaha office remitted from July 1 to Sept. 1, inclusive, 
just $8,000,000. One million dollars of the land grant 
trust fund is loaned on good collateral, not Union Pacific 
securities.” 


Wabash, St. Louis & Pacific.—It is officially stated 
that there was a conference of directors and officers in New 
York, Oct. 27, to hear the report of President Joy and Sec- 
retary Ashley, who have just returned from Europe. These 
gentlemen reported that they were courteously received 
and that at a meeting of the bondholders in Loadon a com- 
mittee was appointed, through whom future negotiations 
will be conducted. The bondholders wanted the plan 
amended so that the new bonds, after being income 
fora few years and receiving what they earned, should 
have the same mortgage qualifications as the present bonds. 
The stockbolders want the proposed assessment reduced, 
and it will probably be $6 instead of $8, as at first proposed. 
Efforts will be made to amend the plan of reorganization 
soas to harmonize the interests of stock and bond holders. 


West Jersey.—This company makes the following state- 
ment for September and the nine months ending Sep.. 30: 


-—September.——. —--Nine months.-—-— 

1 § 1883. pi 3 $9 ae 
Earnings...... .... -- $131,406 $110,932 $1,060,815 $982,923 
Expenses BPP hf EAR 81,476 86,657 623,732 587,115 
Net earnings......... $49,930 $24,275 $427,083 $395.808 
Per cent. of pra (Ke .. «62.0 78.1 58.8 59.7 


For the nine months the gross earnings increased $77,892) 
or 7.9 per cent., and the exoenses $36,617, or 6.2 per cent., 
the result being a gain of $41,275, or 10.4 per cent., in net 
earnings. 

The West Jersey & Atlantic road (whose earnings 
are included above), for the nine months earned $185,259 
gross and $89,098 net. The net earnings are turned over to 
the lessor company as rental, and have been so far this year 
sufficient to pay interest on bonds and 12 per cent. on the 
stock. The net earnings increased 23.7 per cent. over last 
year. 








ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette : 









Missouri Pacific.. 
Mobile & Girard.. 
Mobile & Ohio.... de 
Montpelier & Wells River .... 

et 2 eee 535 
Nashville, Chatta. & St. L. . ..723 
New Haven & Northampton... .147 


Page, 
Ala ,N. O., Tex. & Pac. Junc.ol 
Allegheny Valley... ° .... 551 
Atchison, Top. & ta Fi 
Atlanta & West Point.... 
Baltimore & Potomac ......... 45 
Boston, Concord & Montreal. .411 
Burlington, Cedar Rap. & No..619 









Camden & Atiantic....... weuens 195 N.Y, Chicago & St. Louis.....375 
Canadian Pacific ......... dn cisiels 519 N. ¥. & Greenwood Lake..... -404 
Carolina Central....,.......... 303 N. Y., Lake Erie & Western... .231 
Central Pacific........ .... 33 5 N. ¥. & Long Branch....... > 
Charlotte, Col. & Augusta. Yn N. Haven & Hartforc 27 


, Ontario & Western.. 106 


Chesapeake & Ohto . Y., Pennsylvania & Ohbio....13 

Chesapeake & Ohio Canal 5 N. Y., Susquehanna & West....147 
Chicago & Alton.... ..........-- 146 «=Norfolk & Western.............. 260 
Chi ,Burlington & Quincy. .259, 318 Northern Central....... .. ... 165 
Cni. & Eastern Illinois....588, 735 Northern (New Hampshire)... 411 
Chi., Milwaukee & St. Paul..87,241 Northern Pacific _ ........... ‘ 
Chi. & Northwestern,.......... 583 Ogdensburg & L. Champlain. .567 
Chi., Rock Island & Pac...445,511 Ohio & Mississippi...... 762 





Chi., St. Louis & Pittsburgh...293 
Chi, St. Paul, Minn, & Omaha..375 





Oregon Ry. & Nav. Co 
Pacific Mail S. 8. Co.. 


Chi. & West Michigan ......... 635 Panuma ...... -...-....... 0+. 667 
Cin., Hamilton & Dayton...... 535 Pennsylvania & New York.....140 
Cin.. Ind., St, L. & Chi . 751 Pennsylvania — eeemetacpaien 181 


. ee 
Cin. & Muskingum Valley ..... 410 
Cin., New Orleans & Tex. Pa. .164 
Cin., Wash. & Baltimore... .46, 445 
Cleveland, Col., Cin. & Ind.....278 
Cleve., Lorain & Wheeling 
Cleveland & Merietta...... 
Cleveland & Pittsburgh. 


Peoria, Decatur & Evansve..... 519 
DOPRIOMBOR . «2 o.cccceleccccsecccoes 7 
Peter sburg se ccccssces:coscesecses 
Philadelphia & Reading.... 27, 64 
Philadelphia, Wil. & Balt... ... 196 
Pittsburgh & Castle Shannon..164 
Pittsburgh, Cin. & St. Louis ..410 



























































































Columbia & Greenville.......... 87 tisburgh & Lake Erie......... 47 
Columbus, Hocking Vy. & Tol.202 Pittsburgh, McK & Yough...... 
COMCOPA. 00 2: ccccrcce cocvsese 392 rgh, Wheeling & Ky...41u 
Connecticut River, .........+++- #4 Portland & Ogdensb 7 
Consolidation_Coal Co.... & 
Cumberland Yolleg eM See 
Dela. & Hud. Caual Co....140, 258 1] 
Delaware, Lacke. & Western..165 Richmond & Danville ... 23 
Del , Lack. & W. Leased Lines..535 Rochester & ey ‘ 241 
Denver & ' io Grande...... .. Rome, Watert. & Ogdensburg .427 
Detroit, Gd. Haven & Mil...... Pn MEE a canaanthacesene . 7 
Detroit, Lansing & Northern . 567 t. L., Alton & Terre Haute. ...635 
Eastern R R. Association..... 361 St. L. & Cairo.... ........ Fis 767 
Eliz., Lexington & Big Sandy..875 §St.L,Iron Mountain & So....937 
Fitehburg 47 St. L. 27 
Flint & Pere Marquette .567 St. L., Vandalia & Terre 
Georgia Ratlroad ...... .635 St. Paul & Duluth 
Grand Rapids & Indiana. .667 St Paul, Minn. & Manitoba.. 
Grand Trunk .358 Sandy River. onan 
Han. Junc., Han. & Gettysb’g..427 Savannah, Florida & Western.336 
Hertford & Conn, Western.....165 Seaboard & Roanoke...........493 
pee RRR EAYCR RE 1 os Allegheny .. “ee 
Houston & Texas Central.......2i1 South IMIG bocpscutscs 
Huntingdon & Broad Top Mt..107 Southern Pacific........... 
lillinois Central............+ 64, 202 . § ins o- wheSes ach’ 
ndiana, Bloom. & West....... 519 Terre Hante & indianapolis.. 494 
nternational & Gt. Northern.337 Terre Haute & nsport..... 4 
Kansas City, Ft. & Gulf.519 17 oEae & Pacific......... .. 195, 337 
Kentuck mtral........... Saye To » Ann Arbor & G, T 463 
Knox & Lincoln............. .... 1 ree 
Lake Shore & Mich. Southern..358 | acifi 
Lehigh Coal and Navigation Co.147_ | 
Lehigh Vi ccgones pegrecephttes 
Litile Miamf..... YP Votes Rosen 
Little Rock rtSmith .. 463 
pours ans. 2.5. beg te 
Louis , bee 3 J 
+ u , & Ont... ¥ J ae 
Memp! vescerece fs 


Michigan Central........ ..... 
Milwaukee, Lake Sh. & West. 
Mississippi & Tennessee oe 
Missouri, Kansas & Texas... ..337 






59 Wilmington, Col. & Augusta.... 8 
79 Wilmington & Weldon......... 9 
Wisconsin Central is 
Yorn & Peachbottom.... ..... 411 












Wilming'on & Northern. 


This company owns a line from Wilmington, Del., to 
Fogh’s Junction, Pa., 70.5 miles ; the French Creek Branch, 
‘rom Springfield, Pa., to St. Peter’s, 5.9 miles; the Rockland 
Mill Branch, from Dupont, Del., to Rockland, -1 mile ; the 
Christiana Avenue Branch in Wilmington, 1.87 miles ; the 
South Walnut Street Branch in Wilmington, 1.07 miles; the 
Water Street Branch in Wilmington, 0.58 mile ; the Kent- 
mere Branch, 1.36 miles; and the Delaware Extension, from 
Wilmington to the Delaware River, 3.5 miles ; a total of 
&3.73 miles. It also leases the use of the Schuylkill & Le- 
high track from High’s Junction into Reading, 2.418 miles. 
he equipment consists of 16 locomotives ; 10 passenger, 
and 6 baggage avd smoking cars ; 46 box, 1 stock, 6 lime, 
67 gondola, and 5 caboose cars ; 11 service cars. 
The general account is as follows, condensed : 


| SelBire. opaeaales aaa aE Py, 5 rine Sek ve Ae PS SARA AI $1,278,050 
Funded debt 





ee 5 evteves Ske auteaetsenbackecscs | =e 
Accounts ard balanceés...............- 47,417 
IN ideo nits diliadn cas eepeeeuid< >a sKes 227,805 
(SO A Annee eM KT 
Road and equipment..................06 sees $1,700.683 
NG Es Cie cudrrct t0< 6 1act« hes! aeeicaescen 15,826 
MOVGUNGS TOOCIVATIS. 0 .0.0.0600. secrcncsccesccss 29.654 
GM. .:. 0% dedi ahscs<cadecsecnwknd ee 23,609 





-— 1,709,772 
The funded debt consists of $100,000 Delaware Extension 

bonds, $107,000 branch bonds and $9,500 bonds and mort 

gages ; $57,000 branch bonds were issued during the yeur. 
The traffic for the year was as follows : 








Train-miles: 1883. 1882. Iuc.or Dee. P.c 
Sogecnger Denese 192,860 163,145 I. 29,715 182 
OS re ae cacm . 
Service aud swi'ching. 76,250 § 207,152 1. 13,707 6.6 

Ce, ee 413,719 370,297 I. 43,42 11.7 
Passengers carried ... 240,580 191,058 I 49,522 25.9 
Passenger-miles... .. 2,791,822 2,282,557 I. 509,265 22.3 
Tons freight carried.. 548.014 537,917 I 

I 


5: » 11,097 1.9 
pd a ee 18,284 915 12,870,73 . 414,184 3 
Av train load: 
14.5 14.0 JI. 0.5 3 € 
Freight, tons...... ... 91.9 ae iil 
Av. receipt: 
Per passenger-mile ... 2.25 cts. 264cts. D. O49ct. 14.8 
Per ton-mile.......... 2.08 * 2.15“ D. 0.03 ** | 
Train service cost 35.88 cents per mile passenger and 94.14 
cents freight. The average passenger. journey was 11.60 
miles; the average freight haul was 24 24 miles. 
The earnings for the year were as follows: 


a) 





1883 1882. Inc.orDec. P.c% 
NUMII, cisic gen wine ne. 6-4 $276,516 $271,095 I. $5,421 20 
yy rs 62,682 60,296 I 2,386 3.9 
MMMM SS 5. cave wces 6,788 6,625 I 163 03 
Miscellaneous.......... 1,295 1,077 =I 218 20.2 
Total ..........-.++.0. $347,281 $330,003 I. $8,188 2.1 
jo. Sree 281,932 268,686 I. 13,246 4.6 
Net earnings.......... $65,349 $70,407 D. $5,058 7.2 
Gross earn. per mile.... 4,134 4,364 D. 230 5.2 
Net hig - T° ehne 78 906 D. 128 14.1 
Per cent. of exps........ 81.18 7.24 =I. 1.94 


Taxes are included in expenses, amounting last year to 
$4,817; excluding them, the working expenses were last year 
79 19 per cent. of gross earnings. 

Expenses include the filling of trestles, new masonry, cul- 
verts and other improvements, There were 835 tons of 
steel rails, and 19,920 new ties used in renewals ; there are 
now 38.89 miles of track laid with steel, 

The income account was as follows : 
en A Gee ME. on cain Sixties eawn us. Aees wae 365,349 


Interest on bouds..... .. . $8,147 
Branch bonds redeemed ... ........ccecsscecccesees 5,500 
—— 13,647 
Balance, surplus for the year... ........... seseseesees $51,702 


Payments for new equipment were $15,596; for real estate 
and new construction, $36,625; a total of $52,221, which 
was paid from the surplus and the balance from the previous 

ear. 

” New shops were built at Wilmington for the repair of the 
equipment, 

The South Walnut and Water street branches in Wil- 
mington and the Kentmere Branch were added to the road 
during the vear. To pay for these $62,500 new 5 per cent. 
branch bonds were issued. There were $5,500 old brauch 
bonds redeemed. 

A strip of the right of way 11 ft. wide, from Birdsboro 
to Naomi, was leased to the new Pennsylvania Schuylkill 
Valley road for 999 years. The money received in con- 
sideration was used in changing tracks and in making im- 
provements and building branch lines, 





Cincinnati & Muskingum Valley. 


This company owns a line from Zanesville, O., to Morrow, 
148.4 miles. The road is leas d to the Pittsburgh, Cincin- 
nati & St. Louis Co., but the company makes a separate re- 
port for the year ending Dec. 31. 

The equipment consists of 11 locomotives; 7 passenger, 1 
combination and 4 baggage cars; 55 box, 38 stock, 12 plat- 
form, 216 gondola, 29 coal hopper and 4 caboose cars; 1 
tool car. 

The general account, condensed, is as follows: 


Stock ($4,000,000 authorized).... 2.0... 02. cece eee eens $3,997,320 
tl a Ea A TR a a Py 1,500,000 
Due lessee for advances........ ....... ces eeseuee > 814,594 
Accounts and balances 26 444 
MN: cc Soueensweevaccms id var veaheotes seceee ..$6,338,358 
Road and equipment...........: ...s.ee. wee $5,539,014 
QUMATY ACCOUMES.. < cc cccrces 600 secs ce esse 18,029 
RB raak Gs antes Metab ah acl sine-aiue sae Gasn nee KEE 26,320 
Income account, debit balance.. 754,995 
— 6,338,358 





The funded debt consists of one issue of first-mortgage 
bonds, $1,500,000 in amount, bearing 7 per cent. interest, 
making the interest charges $105,000 yearly. 

The traffic for the year was as follows: 





1883. 1882. Inc.orDec. P.c 
Train miles........ 454,080 411,452 42,628 10.4 
Passeugers carried 267,790 242,361 I. 25,429 10.5 
Passenger-miles... 5,385,920 4,891,342 I. 494,578 10. 
Tons freight car’d. 274,022 297,149 D. 23,127 7.8 
Ton-miles.... ..... 14,141,482 14,946,111 D. 804,529 5.4 
Av. train load: 
Passengers, No... . 26.3 243 iL 2.0 8.3 
Freight, toms.... .. 85.0 97.9 D. 12.9 13.2 
Av. rate: 
Per pass.-mile .. .. 2.68 cts. 2 66 cts. I. 0.02 ct 0.8 
* % ret.. *0,34 ‘* *0.07 “* wer. vt: 
Per ton-mile. ....... 1.50 ‘ 1.54 ** D. 0.04 * 2. 
an os net.... *0.06 * O43 » 0 wisn mes 36 
*Loss. 





The mileage of passenger-train cars was 584,818; of freight 
cars, 2,528,895. The earnjngs per train-mile were 103.55 


cents; expenses, 103,40; net earnings, 0.15 cent. 


Empty 
cars formed 28 per cent. of the freigbt car mileage. 











The earnings for the year were as follows: 

- 1883, 1882. Ine. or Dee. P.c. 
OUI 6 canatened «ar $212,676 $229,452 D. $16,756 7.3 
Passengers... ....... 144,372 130,110 a 14,262 11.0 
gs, Re 27,003 27.193 D. 195 0.7 

MRD isis vn $384,051 $386,740 D. 2,689 0.7 
BBPONGTD 556. .cicdes 383,485 299,877 I 83,609 27.9 
Netearnings....... $566 $86,864 D. $86,598 693 
Gross earn. per mile.. 2,588 2,606 OD. 18 7 


v0. 
Net earn. per mile.... 4 585 D. 581 99.3 
Percent. ofexps..... 99.85 77.54 22,31 a 

The decrease in earnings was due partly to a decrease in 
business and partly to lower rates, while the increase in 
expenses was due to greater renewals and to some increase 
in train service. 

The interest paid amounted to $105,000, showing a deficit 
of $104,434, which was advanced by the lessee, the amount 
becoming a lien on future earnings. The total amount ad- 
— by the lessee up to the close of the year was $814,- 
» ls 

Improvements and renewals include the laying of 15.4 
miles of steel rails and 52,644 new ties; 1.74 miles of new 
sidings built; 974 lineal feet of new bridging; 17.18 miles 
of fencing; several new station buildings and minor im- 
provements of road. 

The business of the road is entirely local and does not 
show much prospect of any considerable increase. 


Grand Trunk, 


The report of this company for the half-year ending June 
30 gives the following statement of mileage worked : ** The 
length of lines operated was increased during the half year 
from 2,321 miles to 2,9181¢ miles, or by 597 miles. “The 
Midland Railway, 473% miles, was worked by the Grand 
Trunk Co. from Jan. 1, 1884, and the receipts and working 
expenses are included in the accounts of this half year; and, 
for purposes of comparison, the corresponding receipts and 
expenses bave been added to the accounts for the half year 
ending June, 1853. The Michigan Air Line has been ex- 
tended to Jackson, 7014 miles. The Montreal & Champlain 
Junction Railway has been extended 26% mules, to Fort 
Covington. The Welland Railway, 25 miles, was acquired 
on May 1 last; and a loop iine near Hamilton, 11¢ miles, is 
now included.” 

Charges to capital account were £195,715. This amount 
includes £141,267 of 4 per cent. debenture stock issued for 
the acquisition of the Welland Railway. £2.490 of Welling- 
ton, Grey & Bruce bonds acquired; £2,847 for rolling stock, 
and £40,955 for new works. 

The company has now £906,243 invested in securities, in- 
cluding $2,786,000 (par value) Chicago & Grand Trunk 
second-mortgage® bonds; $604,000 Midland consolidated 
bonds; $692,800 International Bridge stock; $680,000 
res Shore stock and $894,900 Central Vermont bonds and 
stock, 

The traffic for the half-year as reported was: 

1884 1883. Pa 

Passengers carried... .. 2,114,832 2.139.787 24,955 1.2% 
Tons freight carried. ... 2,585,967 2,635,011 99,044 37 
Av. receipt per pass... . ane 64d. 454d. $4 
“ wee een... 8534d. 97d. 1144. 11.6 

There was a large decrease in local freight, due to short 
crops. There was an increase in through freight, but it 
was carried at extremely low rates. 

The earnings for the balf year were as follows: 


1884. 1883. Ine. or Dee. P.c. 
Earnings..... . .....£1,608,469 £1,854.188 D. £225,719 12.3 
Expenses. . -. 1,174,896 1,322,219 D. 147.323 11.2 


Net earnings....... $511 959 D ~~ £78,396 153 

Per cent. of exps.... 72.09 I. 0.95 ... 
The income account was as follows, in brief : 

Net earnings for the half year............ 0 ..........0005 £433,573 

Interest and dividends received 





bhsheehsies aeesibes Be we $1,423 
OE RC ea TT ee £514.9:6 
SUGGS GRE DOMED so cic ccs cess cnamecioncesincece ean 


400, 80+ 
Balance, net revenue ...... . 


The report says that 70 per cent. of this balance, amount- 
ing to £79,934, is, under the provisions of the Deed of 
Union, appropriated to the Grand Trunk share capital, mak- 
ing. with the last half-year’s balance of £1,032, a total of 
£50,967 ; and this total provides for the payment of the full 
half year’s dividend on the first preference stock at the rate 
of 5 per cent. per annum, amounting to £30,374, leaving a 
balance of £592 to be carried forward to the next half year’s 
accounts. The remaining 30 per cent. of the net revenue 
balance, amounting to £34,458, ic, under the Deed 
of Union, appropriated to the Great Western share cap- 
ital; and, after paying the full half year’s dividend on 
the 4 per cent. guaranteed stock of the company, 
amounting to £104,396, a debit bLalince of £70,138 
remains to be charged against the reserve fund accounts, in 
conformity, also, with the provisions of the D-ed of Union. 
The reserve fund has been credited with £20,220, repaid to 
it in the arrangement with the Welland Cu., as regards ad- 
vances previously made by the Great Western Co. for 1m- 
provements on the Welland Railway; and debited with £34,- 
U80, the cost to June 30 of the new ferry steamer ‘* Lans- 
downe,.” The sum of £36,000 was held in the reserve fund for 
the renewal of ferry steamers. The Grand Trunk Railway Act, 
1884, having been duly accepted by the proprietors of the 
general meeting held April 22 last, came into operation July 
1 last; and from that date the 5 per cent. preference stock 
and the ordinary shares of the Great Western share capital 
have been converted into proportionate amounts of 4 per 
cent. guaranteed siock and ordinary stock, as provided in 
the act. From July 1 the capital of thecompany will, there- 
fore be stated in the accounts as consolidated woder the act, 
in conformity with the resolutions passed at tint meeting. 

The report says, in conclusion: ‘*The directurs sine rely 
regret the extremely ——— and unfortunate cir- 
cumstances, entirely beyottd their control, whicb have of- 
fected the working of the Grand Trunk system, in com- 
mon with other railways in America during the past half 
year. The revenues have been materially diminished, (1) 
by the seriously defective harvest of the autumn of 1883. 
(2) by general commercial and industrial depression, and 


(3). by severe competition in through rates, which pie- 
vailed during nearly four months of tbe six. Every 
effort has been made to meet this disastrous state 


of affairs, and the working expenses have been re- 
duced as far as was consistent with efficiency and true 
economy. The results are as good as could be expected or 
obtained under such a combination of adverse influences. 
It is satisfactory, however, to report that the harvest of 
1884 has been abundant and well gathered; and as there has 
not yet been any important movement, more of it may be 
expected to come forward by rail and less by water. It is 
therefore reasonable to hope that in the later months of this 
year, and the spring of next year, the conditions will be 
reversed; and that there will be more traffic to carry and 

less competition, or, in other words, better -rates for carry- 





ing it.” 











